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Abstract 
There is today an undisputed superiority of cars on any other means of transportation, both 
practically and psychologically. However, the increasing reliance on cars as main means of 
transportation has led to a number of social and environmental problems linked to the 
emissions of CO2 and pollution, congestion, accident and life-style related diseases. This 
Master thesis looks at the concept of Mobility Management as a solution to mitigate car-use 
when least necessary. Mobility Management focuses on how to manage mobility choices of 
the population in order to promote alternatives means of transportation so that they use 
alternative means of transportation instead of their cars. The current challenge is to introduce 
this policy within the social practices in Denmark. This master thesis studies the possibility 
to use businesses as a vector for the introduction of Mobility Management into the daily 
home-to-work trips, while promoting the development of a knowhow and a market. In order 
to evaluate this approach, a detailed case study of a company having implemented Mobility 
Management has been conducted. The main results are that avoiding the costs of 
constructing new parking infrastructures was a triggering factor of the project, while its 
incorporation into the CSR of the company could lead to the desired continuity of such a 
policy. Those results are in accordance with the English experience in pointing at parking 
problems as potential triggering factors for the financial participation of the company. 
However, because of the increasing pressure put by the Danish Government on CSR for 
large companies, this situation may change in the coming years and include Socially 
Responsible Investments as triggering factor.  
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Mobility is at the core of the Human society. Everyday billions of people need to go to 
work, to school, to business meetings, to visit friends and family, all this in order to 
produce, exchange, buy, sell, or gain knowledge, products and feelings in the aim of 
sustaining and possibly improving their daily-life. It is therefore natural to talk about the 
sustainability of such a vital activity, for insuring the sustainability of this process is the key 
to insure that it can go on without limitation of time. Until now, decisions related to the best 
means of transportation to use have been left to the private sphere. This has resulted in a 
specialisation of transport based on cars, while other means of transportation became 
“alternative”. However, this system is showing limits because cars require more space, 
pollution sinks and resources than available. In a world where those resources are limited, 
automobiles automatically reduce the total potential for mobility. To put it simply, if every 
citizen of Denmark was to use a car to meet his mobility needs, the country would be a 
giant traffic-jam in a grey cloud of smog. Problems linked to congestion and pollution has 
already reached significant proportions and call for mitigation. Car-use is steadily 
increasing year by year and car-use related problems along. The traditional answer to those 
problems has been searched within engineering sciences and regulations, with the 
production of ever larger roads and the mitigation of pollutants emitted by motors. 
However, the traditional concept of transport is showing its limits because it became to 
reductionist, focusing only on the modes and axis of transportation, forgetting the reasons 
for transportation. In this context, it is necessary to consider replacing the concept of 
transport by the concept of mobility. Mobility qualifies the capacity to move from A to B 
for people, goods and knowledge and thus goes beyond physical movement in an 
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infrastructural context, by including non physical movements, like knowledge, and 
considerations of social and behavioural characteristics. Including the reasons for moving 
can help to understand the need for movement and see if it can be met through more 
sustainable solutions (DfT, 2011b). 
Problems linked to congestion and pollution have already reached significant proportions 
and call for measures. Nonetheless, car-use is steadily increasing year by year and car-use 
related problems along. In the actual social context, banning cars does not seem possible 
nor desirable. This is where „hard‟ measures such as regulations are showing their limits, 
and where the concept of mobility management can provide with valuable alternatives to 
gradually orientate mobility choices toward more sustainable ones. „Soft‟ measures should 
thus be implemented along the traditional measures used by transport planning. In addition, 
mobility also conditions access to economical, social and cultural resources. An access to 
faster means of mobility results in an increased capacity to gather those resources. 
Therefore, it is not as much absolute, but relative speed, which matters; relative to earlier 
period, but also relative to other individuals. An indiscriminate inequity in access to 
mobility in terms of time and space will therefore result in an inequity of access to all three 
resources and eventually an increased unequal repartition of them (Manderscheid, 2009).  
This projects aims thus at studying the best way to implement mobility management 
measures in Denmark in order to reduce the use of cars for mobility purposes and to 
promote a more sustainable transportation sector with reduced CO₂ emissions, reduce 
pollution and increased mobility for all citizens. In doing so, this thesis takes the reduction 
of car-use as starting point  
1.1. Identifying the issue 
The indiscriminate use of car to fulfil mobility needs has a strong environmental impact, 
both on natural and human environments. Among those are the emissions of CO₂, polluting 
particles and noise, danger for human health linked to the cars themselves, but also to the 
physical inactivity they induce and an increasing use of space for transport, which induces 
congestion. The approach used for this thesis, Mobility Management, aims at reducing total 
car-use in society in order to mitigate socio-environmental problems. This chapter will thus 
present a detailed overview on those socio-environmental problems, in order to better 
understand the reasons for Mobility Management.  
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1.1.1. CO₂ emissions and energy consumption 
Denmark is striving to reduce its CO₂ emissions and energy use while keeping a steady 
economic growth. In order to do that, Denmark has put emphasis on the development of 
energy efficient technologies, while at the same time betting on the only large deposit of 
renewable energy at their disposal, wind energy. As a result, the total annual GHG 
emissions of Denmark have passed under the level of 1990 and are going down.  
Even though CO₂ emissions are decreasing, they are not reaching the Danish target for the 
fulfilment of the Kyoto Protocol. With a reduction of -7.4% on the period 1990-2008, 
Denmark is still far from its goal of -21% by 2012. Reducing CO₂ emissions further is thus 
a challenging goal for the country. The GHG inventory of the EU for 2010 (EEA, 2010) 
shows that the overall goal of reducing GHG emissions in the EU-15 is following a positive 
path. However, if one takes a look at the detailed results per sector, it appears clearly that 
transport has been a major hindrance to this achievement. While the overall reduction for 
1990-2008 amounts to 274.2 million tons (CO₂-equivalent), emissions from transport have 
increased by 134.9 million tons. Transport is the only sector, together with the consumption 
of halocarbon, where EU countries have not been able to reduce GHG emissions, quite the 
opposite in fact (EEA, 2010). This means that transport has become a key sector for 
reaching the Kyoto Protocol targets.  
Denmark is facing the same problem than EU-15 countries are; transport is the only sector 
whose CO₂ emissions are increasing. If one looks at the three countries with highest targets, 
only Germany went past its targets, while Luxembourg and Denmark are far behind. 
Interestingly, both countries have a very high share of their emissions in the transport 
sector. The Ministry of Climate and Energy recognizes the increasing challenge presented 
by the transport sector for Denmark, which stands for 1/3 of the emissions in the sectors 
without quotas (Danish Ministry for Climate & Energy, 2011). Moreover, transport is the 
only sector where both GHG emissions and energy consumption are increasing steadily and 
at the same rate (Danish Ministry for Climate & Energy, 2011). It is also the only sector 
where growth and GHG emissions have not been dissociated, which means that an increase 
in mobility will automatically trigger an increase in energy consumption and CO₂ 
emissions. 
However, mobility is considered as a pillar of economical growth. This is linked to the fact 
that most economical activities presuppose the movement of raw materials, goods and 
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people for the purpose of production and consumption. This correlation between mobility 
and growth is a complicated question, but as for the industrial and energy sector, the state 
must design policies to reduce energy consumption and GHG emissions in the transport 
sector while supporting a steady increase of mobility at the same time.  
Transport is a key sector for both GHG emissions and energetic autonomy targets. The 
important share of transport into the energy consumption of Denmark means that reducing 
GHG emissions is not the only benefit the government can get from tackling transport; it 
can also reduce the importation of fossil fuels and thus increase the domestic share of its 
energy production and its overall energy security. Danish transport sector is almost 
exclusively relying on oil and represent 1/3 of the total energy consumption in Denmark. 
Therefore, reducing energy use in the transport sector will have an impact on oil 
consumption.  
Moreover, 66.2% of all energy-use for transport concerns the transport of persons and 
32.8% the transport of goods. Of those 66.2%, 67.1% is made by private passenger cars and 
20.4% by plane (Energistyrelsen, 2010). Reducing energy-use for transport touches thus to 
the private sphere of each individual and is politically more hazardous than regulating 
industries and agriculture. It requires getting millions of mobility consumers to change their 
mode of transportation while sparing their sensibility as voters. However, there are 
significant amounts of CO₂ to save if one achieves to influence those individuals.  
To sum up, about 31% of all CO₂ emissions comes from transportation, 2/3 concern the 
transport of persons of which 2/3 are made by private passenger cars. It is therefore about 
13.8% of all CO₂ emissions in Denmark, which come from private passenger cars. 
Influencing how people manage their daily mobility presents thus a potential to help the 
government reaching the commitments of the Kyoto Protocol, while at the same time 
increasing security of energy supply. 
1.1.2. Accidents, pollution and noise 
Unfortunately, increasing CO₂ emissions and energy insecurity are not the only problems 
linked to transportation. If they were, the implementation of drastic regulations to 
implement CO₂ neutral/energy efficient engines might be the single solution politicians are 
looking for. However, today‟s transportation creates a series of problem for human health, 
such as road accidents, polluting particles, noise pollution and life-style related deceases.  
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In 2009, the Danish police registered 5250 persons involved in a car accident, of which 303 
died, and 8111 accidents involving material damages important enough to be reported 
(Danmarks Statistisk, 2010).  
Air pollution by particles can result in asthma, lung cancers and cardiovascular diseases and 
the particles with the most negative effect on health come from combustion engines, an 
increasing problem since the number of diesel cars, the most polluting, is expected to be 
multiplied by 5 before 2020 (Miljøministeriet, 2008).  
Noise pollution is also increasing due to increasing of traffic itself. Noise pollution can 
have a series of health problems such as headaches, increased blood pressure, increased risk 
of heart disease, hormonal dysfunction, stress and insomnia. Insomnia encompasses a broad 
range of sleep disturbances, which can result in the aforementioned health problems.  
A study from the Danish government in 2003 (Center for Miljø, 2010) as concluded that 
street noise resulted in 800-2200 hospitalization and 200-500 premature death. In 
Copenhagen, 61% of the private apartments are exposed to a noise above the limit fixed by 
the Ministry for Environment of 58dB, of which 17% are in zone of heavy-noise, over 
68dB. In addition, about 1/3 of kindergartens and 3/4 of all schools are situated in zone 
with levels above 58dB (Center for Miljø, 2010).  
1.1.3. Lifestyle related diseases  
Mobility Management can also be used to promote active means of transportation such as 
cycling and walking in order to reduce the impact of diseases linked to lack of physical 
activity. In Denmark, the National Board of Health considers that between 30 and 40% of 
the population has a level of activity under 30 min per day (Sundhedsstyrelsen, 2006a). In 
addition, the Danish State‟s Institute for Public Health considers that physical inactivity is 
the cause of 7-8% of all death in Denmark, of 100.000 hospitalizations per year, of 2.6 
million visits to the doctor per year, 3.1 million sick-days per year, and that inactive people 
live in average 5-6 years less (Sundhedsstyrelsen, 2006a). It estimates the total cost to 2.9 
million DKK/year for the healthcare system. Lack of physical activities represents the 
largest cost for the healthcare system for women and the third for men (behind smoking and 
lack of education) (Sundheldsstyrelsen, 2006b). The use of cars highly reduces the 
possibility to include physical activities during transport activities. Since a large share of 
the working activities in Denmark no longer require physical activity, it becomes more 
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difficult for the population to do an adequate amount of weekly physical activity. 
Transportation and discretionary-time have become the main periods where physical 
activity can be done. If physical activity for transport is low, discretionary-time becomes 
the only period where the individual can do the minimum recommended. Physical activities 
during discretionary-time are an activity in itself, with the risk of being under-prioritized 
compared to other leisure activities. On the contrary, if done during work and transport, it is 
a side-effect effect of the main scheduled activity and does not enter into prioritization 
process. Therefore, physical activities are more likely to occur if linked to another 
compulsory activity like work or transport than if it is limited to discretionary time. This 
WHO considers that an independent causal relation between lack of physical activity and 
ischaemic heart disease, ischaemic stroke, type II diabetes, colon cancer and breast cancer 
is well established (Bull, et al., 2004). This relation is supported in more than a 100 
reviewed studies since the 1980s, with numbers as high as 21.5% for  ischaemic heart 
disease, 11% for ischaemic stroke, 14% for diabetes, 16% for colon cancer and 10% for 
breast cancer. Given the level of inactivity observed, the WHO considers physical activity 
as a significant problem to face in the future and transport as a possible venue for including 
physical activity into the daily-life of people.  
1.1.4. Space-use and congestion 
Finally, car-use poses an increasing problem of space-use in an urban context. Indeed, if 
one considers that there is a correlation between mobility and economical growth, the low 
space-efficiency of the cars automatically induce a limit of mobility growth in closed areas 
such as cities. However, cities represent economical nodes and it is therefore vital to insure 
that mobility is not affected by the lack of space and the concentration of people. This 
phenomenon of congestion is well-known in larger European cities such as London and 
Paris, but it is not limited to such large metropolis anymore. To such extend that countries 
like the United Kingdom and France have devised extended plans to tackle the problems 
that a car-based mobility induced by implementing Mobility Management Policies. The 
urban space serves a wide range of purposes such as work, housing, trade, education, 
leisure, social interactions and not the least mobility of persons and goods. Each of those 
activities requires physical space to be carried on. Such a restricted place, induce thus a 
competition for space. As for any occurrence of the maximization of a resource in a liberal 
society, relying on the market for the distribution tends to fail due to numerous parameters, 
which we will not discuss here. However, the fact is that it is difficult to use a space 
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allocated to transport for other activities such as work, leisure or education, and that an 
increase of space allocated to transport reduce the possibilities to conduct other types of 
activities. For example, the road share of urban area in Shanghai is of 6%, while it is of 
24% in London (Petersen, 2004). It means that the city of Shanghai has allocated more 
space per inhabitant to other activities than transportation.  
If one looks at the four main transport modes: walking, cycling, public transports and 
private passenger cars, one can easily observe that private passenger cars are the least 
efficient of them (see figure 1). Cars are clearly less space efficient. It means that, in an 
urban context, not all people may use a car to satisfy their mobility needs. To face the 
scarcity of space, it is important to replace cars by more space-efficient means of 
transportation. Considering the rapid increase in car-use in Denmark, failing to do so will 
result in increasing congestion problem for the capital city area. A study about congestion 
in Metropolitan Copenhagen (the region including North Sjælland, Copenhagen area and 
the area around Roskilde) conducted by the engineering consultancy company COWI 
(2004) shows noteworthy levels of congestion during rush hours in the morning and in the 
afternoon. 
This study considered three levels of congestion: high congestion level when congestion 
reached 60% of the maximum congestion and speed was under 80% of maximum speed 
and critical congestion when congestion reached 30% of maximum congestion and speed 
was under 40% of maximum speed. In total, about 29% of the car-traffic in the 
Figure 1: Space Requirements of various transport modes 
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Metropolitan region is concerned by high and critical congestion in the morning rush and 
26% in the afternoon rush (see table 1). Those numbers show that congestion is not only 
limited to the municipality of Copenhagen, but concerns also the access channels linking 
the capital to other cities of the region.  
Figure 2: Congestion in the Metropolitan Copenhagen (COWI, 2004) 
in % of car-traffic Congestion levels 
Time Zone
1
 High Critical 
  Copenhagen (C) 48% 5% 
7-9 the "Fingers" (F) 28% 2% 
  Outside (O) 11% 1% 
  Total 27% 2% 
  Copenhagen (C) 40% 3% 
15-18 the "Fingers" (F) 22% 1% 
  Outside (O) 12% 1% 
  Total 24% 2% 
The most important is the difference of impact between private passenger cars and buses. 
Congestion is not only a problem for car-users but also for users of buses, which serve a 
significant part of the public transport users. The same report (COWI, 2004) measured the 
level of congestion and related delays suffered by bus passengers. The general results were: 
Figure 3: Percentage of bus-traffic affected by congestion 
Congestion In % of bus affected  Congestion levels 
Time Zone High Critical 
  Copenhagen (C) 71% 19% 
7-9 the "Fingers" (F) 68% 13% 
  Outside (O) 52% 14% 
  Total 68% 16% 
  Copenhagen (C) 71% 19% 
15-18 the "Fingers" (F) 67% 14% 
  Outside (O) 51% 12% 
  Total 68% 17% 
          (COWI, 2004) 
Those results show that congestion in the Metropolitan Copenhagen affects buses much 
more than it affects cars. About 85% of the buses were subject to high or critical levels of 
congestion in both morning and afternoon rushes. This level of congestion is worrying 
because it has two major negative effects. First buses transport more passengers, which are 
                                               
1 (F): main roads to access Copenhagen from regional cities. (O): rest of the region 
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all affected by the congestion it might encounter in the morning, secondly because such a 
level of congestion means that buses are very poor alternatives for the car in peak hours and 
that it cannot compete with cars for passengers. As long as buses will face such levels of 
congestion, they will not be able to attract any car-users for their daily trip to work. It is 
also interesting to note that only 29% of car-congestion results in 85% of bus congestion. 
The number of cars on streets is thus a direct problem for public transport‟s 
competitiveness and reduces the possibility to attract car-users away from their cars.  
Congestion has been calculated between 7-9 and 15-18 because those are rush-hours with 
considerably more cars in the streets. Those periods correspond to the time where people go 
to work and come back. Home-to-work trips are thus the main target to mitigate congestion. 
However, because buses are notably more touched by congestion than cars, they offer a 
poor alternative for home-to-work trips. This problem has been addressed by Copenhagen 
municipality on some major streets with extra space, but remains a major hindrance to 
public transport competitiveness. With such levels of bus-congestion, it is not surprising 
that car-use increases and bus-use decreases, a vicious circle which reinforces car-use on 
the long run.  
1.2. Statement of purpose 
On the ground on the aforementioned nuisances caused by the indiscriminate use of cars, 
this project aims at studying a strategy to reduce car-use in a socio-political context where 
the possibilities for direct regulation of car-use are limited. During the last twenty years, a 
wide range of tools have been developed to mitigate car-use without the use of coercive 
means. Those tools have been gathered under the policy concept of Mobility Management
2
. 
The actual challenge is to find a way to integrate those tools within the daily routine of 
society in order to reduce car-use. The purpose of this thesis is thus to examine the barriers 
and incentives to such an integration in order to establish guidelines for increasing 
chances of success. The explored solution is the incorporation of MM into business models 
of companies, in a way that benefits both the companies and society, so that the measures 
companies participate in supporting the implementation of MM. In order to reduce the 
social and environmental impacts of car-use, it is necessary to reduce the number of cars in 
the traffic. This can be done by reducing the number of car-users (minimization of use) or 
reducing the number of car used for the same amount of passengers (maximization of use). 
                                               
2 Mobility Management as used for this thesis will be described in details in chapter 3.  
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Both are the goal of Mobility Management and will thus be implied goals all along the 
project but the project does not focus on one method as more appropriate than the other.  
1.3. Research question 
• Considering the steady increase in car-use, 
• Considering the negative economical, social and environmental impacts of an 
indiscriminate use of cars for daily mobility 
• Considering the political, economical and infrastructural context in which car-use 
regulation by law is inappropriate or difficult to achieve 
• Considering that isolated mobility management measures have already been applied 
with relative success in Denmark, 
• Considering that businesses can provide a strategic venue for touching car-users, 
• Considering that the same businesses can draw economical and managerial benefits 
from a MM plan, 
• Considering the spillover effects that may ensue, triggering a change in car-use 
behaviour for other travel activities, 
The following research question is formulated: 
Which essential factors can stimulate the integration of Mobility Management 
into business practices of large companies in a Danish context? 
The following sub-questions are also formulated to orientate the research: 
• What is Mobility Management and why should it be used to tackle transport related 
problems? 
• What incentives do businesses have in including Mobility Management into their 
business plan?  
• What barriers are there to the inclusion of Mobility Management measures into the 
business plans of Danish companies?  
1.4. Plan presentation 
This thesis is divided in five chapters. The introduction has already given an overview of 
the problem tackled; the methodology will explain how data and theories were collected 
and why; the theory will expose how MM is understood for the purpose of this project; the 
analysis will look at practical cases in order to assess potential and barriers for MM in 
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businesses, and finally, the conclusion will establish guidelines for the implementation of 
MM as described in the theory chapter.  
Introduction   
This chapter gives a detailed description of the problem area and formulation of 
research problem. It gives an idea of the potential benefits of the reduction of car-use, 
which presents significant environmental and social impacts.  
Methodology 
This chapter contains the motivation behind the thesis, the methodology used to gather 
data, the type of data gathered and the potential limitations of methodology, motivation 
and gathered data.  
Mobility Management: Theory and practices  
This chapter is divided in two parts. The first part exposes foreign and earlier 
occurrences of MM in order to explain the background of this concept. The second part 
develops the concept of Mobility Management as used in this thesis (based on the UK 
experience).  
Analysis 
This chapter is the analysis of the case with the use of the MM as developed in chapter 
3. It also contains subchapters about car-sharing and cycling in a business context since 
the Novo Nordisk case was not advanced enough to provide with factual data in those 
cases. 
Conclusion 
The conclusion starts by summarises the analysis and synthesis, and then establishes 
guidelines for a more successful implementation of MM in Denmark than previously 
achieved. The conclusion chapter also contains a perspective paragraph developing on 
further studies, which would help the implementation of MM in Denmark. 
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   2.2.3. Data gathering ................................................................................................... 20 
2.1. Discussing the motivation 
This project is motivated by the consideration that it is time to find solution to the 
indiscriminate use of car, but that direct banning might not be the solution, considering the 
utility cars can provide to society. In addition, we live in a society where the freedom to 
manage one‟s life and one‟s wish is a private right. However, as the old adage says: “ones 
freedom ends where someone else‟s starts”, and management of private freedom becomes 
necessary for the purpose of social cohabitation. The question of how to reduce car-use to 
useful use is central to the development of a sustainable mobility for the Danish citizens. 
The solution might require the modification of some parameters in the transportation 
market by supporting alternatives to car. Analysing failures of the transport market is also 
supported by The Standing Advisory Committee on Trunk Road Assessment, which 
advices to identify the causes of market failure and consider the rationale for intervention 
(DfT, 2011b). By market failure, it is understood, the reason why private passenger cars 
remain the main choice of the population and why car-use increases in the transport mix of 
European societies, even though cars are less efficient in terms of space, security and 
pollution, and are more expensive to run (per km) than alternative means of transportation 
such as bicycles and public transports. One cause is the car-dependence developed during 
that last 50 years, which makes of cars the main alternative to transportation. A second 
cause is the overwhelming size of external and fixed costs compare to limited marginal 
costs for car-users. Indeed, costs linked to space-use, pollution and health are spread over 
the entire population and covered by the government. Additionally, running costs (fuel) are 
almost insignificant compared to fixed costs such as purchase, taxes and insurance. 
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Therefore, incentives for reducing car-use in amount of driven Km are very small. The 
second cause could be addressed by the government through regulation, but such an 
approach is made very difficult by car-dependence
3
. The mitigation of car-dependence is 
thus central to the mitigation of car-use. This approach gave rise to a concept called 
Mobility Management.  
Mobility Management is looking at a switch from answering demand to managing demand. 
This new way to address transport questions enlarge the concept of transport, based on 
modes of transportation, to the concept of mobility, based on the need for moving. This 
new approach follows the observation that Man evolves in a finite space where all type of 
resources are limited and that he tends do overexploit them in an unsustainable way. In the 
case of mobility, scare resources are oil, space and environmental sinks. In addition, both 
social and natural environment have a limited capacity to absorb the pollutants emitted such 
as CO₂, particles and noise. The concept of demand management is already advanced in 
energy sector, through demand-side management strategies and is very promising 
concerning the transport sector. It consists in finding incentives to promote a reduction of 
car-use by all non-coercive means. 
However, managing car-use can prove to be a sensitive activity. Owning a car is still a life-
goal for many families and few consider cars as something negative. It is therefore not 
conceivable to implement direct restriction on car-use as it is done for other sources of 
pollution. The experience of Pendlerkontor
4
 has shown that even if people might be 
sensitive to environmental concerns regarding their car, none of them would agree to give 
up their car completely. This thesis is motivated by the search of solutions to reduce the use 
of cars and thus advocates it.  
2.1.1. Targeting car-users 
Finding the best venues of promotion and the best target groups can help maximizing the 
effect of MM measures on car-users. Indeed, the improvement of PT services will have 
little effect if potential users are not interested in leaving their car or if they have not been 
informed of the improvements. This thesis aims at identifying a strategic venue for the 
implementation of MM, which can help touching car-users and support their switch to 
alternative means of transportation.  As Beirão and Cabral (2007) point out, it is important 
                                               
3 Cf. 3.2.1. for a better understanding of car-dependence.  
4 Cf. § Mobility Management in Denmark 
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to reflect about target groups for each mobility management measure to implement. 
Promoting cycling among cyclist and advertising for PT in a bus might not have a strong 
impact on car-use. In the same way, advertising for PT in a remote rural area without buses 
is likely to have little impact. MM strategies aim at promoting cycling and PT among car-
users so that they gradually reduce their use of cars. It is therefore important to develop 
strategies with a direct impact on car-users. Using businesses as channels presents the 
advantage that it can touch a broad range of car-users. In addition, the company can 
communicate the importance of a MM plan to all the employees so that they consider how 
they can comply with it. Therefore, implementing MM plan in a business can be a valuable 
complementary strategy along with other MM plans and infrastructural planning promoted 
by public authorities. 
2.1.2. Spill-over effect 
The second benefit of promoting MM for businesses is the spillover effect it can have in the 
transport sector. The concept of spillover is originally issued from EU integration studies. It 
was developed in order to explain the integration of distinct sovereign states into the EU, 
but uses a fundamental assumption about political relations that holds true for many other 
domains, including the individual‟s level. This assumption is that no policy and economical 
sector can be isolated from the whole. This concept is at the heart of the European Union 
project, which considered that the promotion of European integration by one pragmatic 
measure, the Coal and Steel Community, would eventually lead to a political, economical 
and cultural integration through a spillover effect (Gowland, Dunphy, & Lythe, 2006). For 
example, a new policy on the trade of steel would also touch tariffs, transport, environment 
and trade sectors, which would ultimately be integrated within the common policy to insure 
coherence of the whole (McCormick, 2002). Neo-functionalist theories consider three types 
of spillover, a functional, a political and a cultivated one. The one which interests us for this 
thesis is the Functional Spillover. Functional spillover is the “process whereby integration 
in one sector of the economy creates pressure for further integration in other connected 
sectors of the economy” (Gowland, Dunphy, & Lythe, 2006). Functional spillover has been 
developed based on the observation of the EU, but its assumptions can be transferred to 
other subjects with benefits. If one consider different sectors of personal transport such as 
home-to-work, shopping and leisure trips, the integration of MM in home-to-work trips will 
eventually lead to their integration into shopping and leisure trips as well because it is done 
by the same person with the same vehicle (coherence effect). Targeting home-to-work trips 
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should not be seen as an isolated measure. Indeed the basic unit to manage is the employee 
doing a home-to-work commuting. However, a home-to-work commuter can also be a 
parent, a PT user, an elector or a leisure consumer. It means that any change in his 
perception of mobility opportunities, could affect other sectors of his mobility such as 
leisure trips and school trips, or even political perception of what mobility is and what it 
requires to be successfully fulfilled. Moreover, promoting alternative modes of 
transportation will break the pattern, which supports cars as the only “viable” means of 
transportation, and strengthen their use. Studies in the UK have shown that many car-
dependent users would only be able to consider alternatives to their car if a singular event 
breaks their habitual patterns: for example free tickets to public-transports, the closure of a 
street, a free bike system (Goodwin P. , 1995). 
The commuter is an individual with a social life including family and friends, with who he 
interacts on a daily basis. The result of a behavioural change can potentially affect them 
through education and social interactions. Therefore, a reduction of Km driven by car or 
CO₂, noise and particle emissions should not be seen as the only benefit of Mobility 
Management for society. The educational impact of changing the home-to-work pattern of a 
parent should not be underestimated. A background study to this project as shown that 
considering cars as the optimal choice for transport without consideration for price, 
efficiency or relevance is partly inherited and can be observed among children before their 
can legally use a car (Endres, Guasco, & Ketoma, 2010). This is partly the result of their 
access to a car through their parents and their mobility history in which car appears as the 
optimal solution without distinction of context. Having other models of mobility coming 
from their parents is likely to have influence on their future choice of investing in a car, 
knowing that they have witnessed alternatives modes of transportation as feasible.  
In the case of MM for businesses, the spillover effects of behavioural change should not be 
considered as negligible, since a significant part of the private passenger trips are not home-
to-work trips and will be influenced by a change in home-to-work transportation behaviour. 
2.1.3. Can we use businesses? 
This thesis addresses a sensitive issue in the area of environmental management studies. It 
considers the potential for businesses to be included in the design of solutions, while the 
they are often presented as the problem. This is also what motivates the concept of 
Corporate Social Responsibility. This concept implies that businesses are at the core of 
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human activities and that they must therefore not be seen as profit makers only. The 
European Commission considers that Europe needs a public climate in which entrepreneurs 
are appreciated not just for making a good profit but also for making a fair contribution to 
addressing certain societal challenges (European Commission, 2006). This is a way to 
acknowledge that making business is not just a source of nuisance for the Environment and 
Society. Therefore, businesses and common good must be conciliated. In order to promote 
this goal, the Commission has created a European CSR alliance, which role is to bring 
successful CSR strategies from one EU country to the others. This platform represents a 
promising source of Know-how and See-how if public authorities are able to use it wisely.  
CSR is a concept whereby businesses incorporate environmental and social concerns into 
their business model on a voluntary basis. Businesses decide to go beyond the strict legal 
requirements and integrate sustainable business plans, both for marketing (economics) and 
common good purposes. Marketing purposes have been argued to be the only reasons for 
businesses to start CSR programs, but the same marketing purpose bind them to fulfil their 
engagements under the penalty of losing the previously acquired benefits if any information 
on their failure to comply was to reach their customers (Yoon, Gurhan-Canli, & Schwarz, 
2006). Moreover, one cannot be as cynical as to say that not a single business has any 
consideration for common good and therefore, studying businesses as a channel for 
implementing MM management is a valuable approach. This channel of implementation 
was also considered as vital during the first attempt at implementing Mobility Management 
in Denmark, back in 2002 (HUR, 2004).  
The Danish Business Strategy also considers businesses role in tackling over-consumption 
of resources and CO₂ emissions. The Danish government has passed a law, which stipulates 
that the 1000 largest companies in Denmark will have to publish CSR reports explaining 
their progress in tackling environmental and social problems linked to their production 
(BEK nr 761, 2009). It is expected that those businesses will benefit of an increasing 
interest from customers interested in climate friendly products. CSR can be used to promote 
all types of innovations, be it within established businesses (intrapreneurship), during the 
creation of new businesses (entrepreneurship) or between existing businesses in new forms 
of network programs (system innovation). 
Under those conditions, CSR appears as a promising sector, but it is necessary to keep in 
mind that the enforcement of CSR by law is still limited and that a company‟s commitment 
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to environmental and social matters is not an insurance of results. Indeed, a company might 
use communication tricks to appear as they would do more than they actually do. This is 
partly why CSR has often been seen as green washing, the art of appearing green while not 
being. Additionally, CSR is a relatively new approach and traditional businesses will 
therefore need time to integrate it. However, with regard to the developing body of 
monitoring and reporting, the new focus on CSR in the amendment to the Danish Financial 
Statement Act, and the actual economical benefits of CSR, one can argue that CSR presents 
a good potential. Once businesses will have fully integrated the extent of CSR benefits, it 
may result in less green washing and more results. Public authorities could gain from 
advocating such benefits and monitoring that companies do not green wash but base their 
communication on genuine actions. Moreover, in the transport sector, such advocacy would 
be much less politically costly for them than direct regulation by law. 
2.2. Discussing the method  
2.2.1. Scientific approach 
This thesis follows a methodology, where a concept, Mobility Management is applied on a 
case to see how it works in context. The aim of the analysis will be to evaluate the extent to 
which MM can be relevant in a Danish context and to evaluate its strengths and 
weaknesses. MM demonstrations have already been implemented in other European 
countries, and it is therefore not the point of this thesis to develop a new approach, but 
simply to find guidelines for adapting it to Denmark and participate in the gathering of 
„knowhow‟ related to MM. Indeed, as Stephen Klines (RISØ, 2006) says, research should 
not be limited to the invention phase of the innovation chain, but should be applied on 
every phase (demonstration in our case) to collect knowledge and to evaluate the necessary 
adjustments in order to increase the chances of success. 
This thesis also intends to avoid excessive normativity by confronting theory with applied 
knowledge. Indeed, Social Science cannot be conducted in laboratory and confrontation 
with reality is the best way to avoid the construction of normative conception without 
connection to reality. To do so, I have been participating to several meetings of the newly 
created platform for promotion of MM in Denmark called Formel M. This participation 
helped to gather a hands-on knowledge and to better understand the processes at play. I 
have also been interacting with professionals directly involved in the implementation of 
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MM in Denmark, in order to understand better the mechanism at play between 
municipalities and businesses. They have provided me with interesting insights in the actual 
motivation and goals of each actor, in what was actually happening, and with valuable 
reports for the collection of data. The main idea was to integrate the implementation 
process in order to compare findings with the concept of departure. Finally, this approach 
as allowed me to select Novo Nordisk as a case for the observation of MM in context.  
2.2.2. Case study research 
As stated in the precedent paragraph, this thesis uses a case study to evaluate the possibility 
to introduce Mobility Management within business practices in Denmark. This approach 
has been chosen because Mobility management is a proactive policy rather than a theory 
about the clockwork of society. Therefore it requires understanding the complex 
interactions, which condition the behaviours of businesses, public authorities and private 
users. MM includes a lot of parameters and a reduction aiming at making a quantitative 
analysis would not grasp all essential factors. The study of MM requires going deeper than 
the mere collection of quantitative data, even though quantitative data plays an important 
role in the conduction of the case study itself. One could argue that a cross-case study 
including a large number of cases would allow the generalisation of key factors for the 
success of MM. However, doing so would require that such a number of cases exist in the 
Danish context, which is not the case; or be artificially created for the purpose of study, 
which would not help generalisation either. A selection of ten cases, which would require 
large amount of research hours, might not even be representative. Case study is not 
sampling research and should not be conducted or evaluated on the same premises (Stake, 
1995). 
The main arguments against conducting a case study are that one cannot “generalise from a 
single case”, while “social science is about generalising”, and that case studies cannot 
provide with scientific knowledge about the object of study. This stance would be right if 
one tries to establish a theory from a single occurrence, but case study should not be used 
for that purpose. It should be used to empirically test existing theories, to understand better 
their functioning within highly complex real-life cases and to hopefully improve their 
fitting with reality. Susan Soy (Soy, 1997) says that “Case study research excels at bringing 
us to an understanding of a complex issue or object and can extend experience or add 
strength to what is already known through previous research. Case studies emphasize 
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detailed contextual analysis of a limited number of events or conditions and their 
relationships”. The purpose of this thesis is to test an already existing and practiced concept 
in a Danish context. It requires identifying an object of study situated in the Danish context. 
The object chosen for this thesis is Novo Nordisk since it is the only occurrence of a 
business driven MM plan situated in a Danish context. The aim is to deepen the 
understanding of such a concept in Denmark and to add strength to what is already known 
about it from foreign experience. The knowledge produced will be context based because 
innovation concept such as Mobility Management are developed to be implemented and 
thus are highly dependent on the context of implementation. As Bent Flybjerg (2011) says, 
“Social science has not succeeded in producing general, context-independent theory and 
has thus in the final instance nothing else to offer than concrete, context dependent 
knowledge”. Case study can help to better understand the correlation between causes and 
outcomes and observe their sensibility to context (Flybjerg, 2011).  
The case has not been chosen randomly, but for its potentially high information content. In 
Flybjergs methodology, this case would be qualified as a „most likely‟ critical case. Critical 
case because Novo Nordisk is ahead in terms of SRI and sustainable business practices and 
thus represents a best-case scenario. „Most likely‟, because if MM does not work at Novo 
Nordisk, there are few chances that it would work in another Danish company. The 
observation of MM in Novo Nordisk can thus indicates if MM for businesses is a hopeless 
approach or if it should be studied further. The results of this study cannot be generalised 
to all businesses, but can be seen as possible for all businesses, taken that contextual 
conditions are similar. The goal is thus to understand, which contextual conditions can be 
influenced and include them in the final guidelines. What matter in the selection of Novo 
Nordisk is that it can be used to understand the behaviour of a large company within the 
Danish context. This is why contextual information takes an important space within the 
concept description and analysis. The secondary aim is to evaluate which key factors can be 
modified in order to facilitate the reproduction of the observed phenomenon.  
To summarise, Flybjerg (2011) considers that the strength of case study research are its 
depth, the understanding of context and processes, the ability to link causes and 
consequences and the capacity to foster new hypothesis and research questions, even 
though it brings the danger of biased selection of cases and cannot provide with 
probabilistic and statistic knowledge. The three aforementioned strength of the case-study 
correspond to the aim of this thesis.  
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Case studies do not choose a method, but an object of study, on which all kinds of methods 
can be applied (Stake, 1995). Likewise, this thesis chooses to focus on the case of a 
company implementing Mobility Management, but does not delimitate the range of 
possible methods to study it. Indeed, it will mix qualitative (interviews and report) and 
quantitative (statistics) data about both the case and the context in which it is situated.  
The purpose of this thesis is not to prove that mobility management is working 100% of the 
time, but to evaluate a case where it is working to understand if it can and how it happened. 
The universality of the conclusions is thus not what matters. What matters is to give the 
reader a better understanding of how the concept of mobility management can be used in 
context in order to increase its chances of success. Moreover, the case has been chosen to 
gather knowledge about key factors for the integration of MM within business practices and 
not about the best incentives for employees. Therefore, this thesis will not elaborate much 
on practical measures to involve employees.  
Finally, Flybjerg (2011) criticizes the restriction of case study research to exploratory 
research providing with hypothesis, which must be tested systematically on a larger number 
of cases. Even though case study should not be limited to such a function, this is a function 
which appears very valuable in the study of Mobility Management for business in 
Denmark. Actually, MM is at an early process in Denmark and the identification of key 
factors for further studies is very valuable. This is why Novo Nordisk will be used both as a 
„most likely‟ critical case and as an object of exploratory research.  
2.2.3. Data gathering 
MM is still at the demonstration stage in Denmark. It was possible to find one company 
with a developed MM plan, Novo Nordisk. This company was taken as a case to evaluate 
the guidelines developed in the theory sections. Additional data from isolated measures 
includes car-sharing in Odense University Hospital and evaluation of commuter bicycle 
plans for Dansk Bank and IKEA in Høje Taastrup.   
Case: This thesis focus primarily on Novo Nordisk as a case, but draws on other data when 
they can complement the analysis of the case.  
Primary data for this thesis consists of a series of meetings with actors involved in MM 
in Denmark as well as reports produced for the implementation of MM related measures. 
The following interviews and reports are internal or unpublished material.  
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• Interview with Søren Bruhn Winther, Facility Manager at Novo Nordisk on 7 April 
2011. 
• Interview with Morten Rettig, Director of COGITA (consultancy company who 
established the MM plan at Novo Nordisk) on 10 May 2011 
• Interview with Tina Wexø Ertbjerg, traffic planer at Ballerup Municipality (Public 
partner in the MM plan of Novo Nordisk) on 9 June 2011 
• Interview with Tina Faber, Project leader at Environment and Energy Centre in Høje 
Taastrup (about the promotion of cycling in Dansk Bank and IKEA) on 18 May 2011 
• Participation to Formel M “partners” meetings of Wednesday 6 April 2011 and Monday 
9 May 2011. 
• Internal documents elaborated for the planning of MM in Novo Nordisk (containing 
plans, data, survey template) 
• Internal report from COGITA about the car-sharing project at Odense University 
Hospital 
• Internal report about transport behaviour and cycling in Dansk Bank from the 
Environment and Energy Centre of Høje Taastrup.  
• Internal reports from HUR for the evaluation of “Pendlerkontor” 
The persons contacted where chosen based on their active participation to Novo Nordisk 
MM plan. Søren Bruhn Winther, Tina Vexøe Ertbjerg and Morten Rettig worked together 
on the MM plan of Novo Nordisk. The transcriptions of the interviews are not included 
since they did not aim at conducting a sociological study of the interviewees, but rather at 
making contact with experts to gather factual data. Appropriate referencing to data from 
interviews will be done “in-text” when used, including the source and date of collection.  
Secondary data for this thesis consists of a wide range of peer-reviewed articles from 
scientific journals (for theory and methodology mainly), of public reports from the EU and 
the Danish Government, of material from relevant websites such as the EPOMM, the EU, 
Formel M, the Department for Transport of the UK Government, and of reports from 
research and consultancy organisms in Denmark such as RISØ, COGITA and COWI. The 
Department for Transport was particularly useful since it has published a large number of 
reports about MM research and implementation projects conducted in the UK during the 
last 15 years. Additionally, the description of the problem in chapter one was based on data 
from the Danish Environment agency, the Danish Energy agency, Denmark statistics and 
the Engineering consultancy COWI. They do not give information on the object of study 
itself, but help to understand the context in which MM will be implemented.  
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This Chapter is divided in two parts. § 3.1. will describe earlier researches and 
implementation projects, which have influenced the development of the MM concept used 
for the analysis. § 3.2. will develop the MM concept used for the analysis, starting from the 
reason for existence of this approach and moving on to describing the concept.  
3.1. Practices: background researches and projects 
Mobility Management is an applied concept with various models of implementation. 
Looking at this concept on the background of the European and UK experience will help 
understand it better. This paragraph will also describe a series of past MM projects in 
Denmark and especially the first attempt at implementing this concept in Denmark during 
the HUR Commuters Office project. The following descriptions are based on secondary 
sources and aim at setting up the background for the development of a mobility 
management concept specific to this thesis in § 3.2. 
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3.1.1. EPOMM 
The European Platform for Mobility Management is a network of governments of European 
countries engaged in Mobility Management projects. They are represented by the ministries 
in charge of MM in each country. The EPOMM is an international NGO with seat in 
Brussels. The aim of the EPOMM is to promote MM throughout the Europe and to support 
knowledge exchange about MM between European countries. The EPOMM (2011) defines 
Mobility Management as follow:  
Mobility Management (MM) is a concept to promote sustainable transport and 
manage the demand for car use by changing travellers‟ attitudes and behaviour. At the 
core of Mobility Management are "soft" measures like information and 
communication, organising services and coordinating activities of different partners. 
This definition is used by all members of the EPOMM as well as of the MAX-Consortium. 
The abbreviation MAX refers to a substantial research project conducted from 2006 to 2009 
in the context of the EU‟s sixth framework programme. This project aimed at producing a 
common knowledge-base for the promotion of MM in Europe and was financed by the 
European Commission's Directorate General for Energy and Transport, Clean Transport 
and Transport Development Unit. It includes data and practical tools for planning, 
implementation, monitoring and evaluation of MM projects, both quantitatively and 
qualitatively. The aim is to standardize those tools based on the best practice observed in 
the participating countries. Some of those practical tools are MAXQ, focusing on quality 
evaluation, MAXSumo, focusing on planning and evaluation of the implementation 
process, MAXEva an online evaluation database for MM benchmarking, and MAXSem, 
focusing on the psychological aspect of behaviour change in car-use in order to help choose 
the most appropriate “soft” measure to make people switch to using bicycle or public 
transports.  
At the moment, the members of the EPOMM are Austria, Finland, France, Germany, 
Netherlands, Norway, Portugal, Sweden and the United Kingdom. Each of them has a 
National Focal Point (NFP) in the form of a governmental institution in charge of 
promoting MM in the national context, usually under the direction of the energy or 
transport agencies. Sweden has created a national equivalent to the EPOMM called the 
SWEPOMM, which aims at the same goals than the EPOMM, but in the national context. 
NFPs regularly meet to exchange knowledge about what did or did not work in their 
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respective countries. Recently, due to budget cuts following the recent economical crisis, 
Spain has left the EPOMM as a full member, but remains in the EPOMM-PLUS. On the 
other side, Norway and Finland have joined, represented by the Norwegian Road 
Administration and the Finnish Transport Administration respectively.  
Next to the countries which have institutionalized MM are a significant number of 
European countries, which are part of the EPOMM-PLUS. Those countries are not 
members of the EPOMM and don‟t have a specific National Focal Point, but they 
participate in a program to develop MM platforms at the national level. The development of 
MM in those countries is more or less advanced according to their resources and to the age 
of local MM projects. Those countries are Belgium, Bulgaria, Czech Republic, Estonia, 
Greece, Hungary, Italy, Lithuania, Poland, Romania, Slovenia and Spain. The introduction 
or extension of MM networks through the EPOMM-PLUS program is made by sharing 
knowledge and good practice and often funded by the European Union, even though the 
EPOMM is not affiliated to the EU.  
Finally, there is a group of European countries, which do not belong to the EPOMM. Those 
countries are Denmark, Ireland, Latvia, Slovakia and Switzerland. It is not necessarily 
because they do not have any project of mobility management, but they have not been 
institutionalized in the form of formal MM policies or they are following a different logic. 
Interestingly, in the case of Denmark, there are many examples of mobility management to 
be observed. Denmark is one of the leading countries in the promotion of cycling for daily 
activities. Copenhagen, the capital, with 26% of all trips made by bicycle is a good 
example. Helped by a singularly high registration tax on private passenger cars of 180%, 
cars developed at a slower rate than in other European countries and cycling is a common 
way to go around for many Danes. In addition, the transport authority is promoting the use 
of public transport among employees through a business card scheme in which companies 
can by a transport card for their employees and deduct it from their salary, free of income 
tax. Seeing the high level of income tax in Denmark, this measure provides an attractive 
discount for transportation. In addition to the high costs of owning a car, bicycles and 
public transports benefit thus of a relatively good potential of competition. The fact that 
MM is not present in a formal way in Denmark is therefore not because nothing is done to 
incite people to use bicycles and public transports, but because of a lack of political will to 
formalize it in the institutional setting of the country. A good example is that the newest 
MM project called Formel M is a project lead by a private company in partnership with 
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local authorities and participating companies. MM projects in DK suffer therefore of lower 
life expectancy, since they do not benefit of the anchoring effect provided by national 
institutions. Formel M was launched in April 2011, and is planned to last 10 month with the 
aim of producing a sustainable structure, which will survive the first phase. 
3.1.2. Department for Transport of the UK Government 
This project will focus on the English practices since it focused on integrating single 
businesses from the start and since such integration is the focal point of this thesis.  
Mobility Management has been an integrated part of transport planning in the UK for the 
last 15 years.  
This shift has, for example, been advocated by Phil Goodwin and David Banister in the UK 
during the nineties, which resulted in a new approach to traffic planning for the British 
government. This shift became known as the new realist approach. It introduced many new 
concepts into the management of traffic and resulted in the development of a new 
governmental action plan consisting in the White Paper for Transport and local transport 
plans (LTPs), but most importantly, it had removed cars from the centre of the traffic 
equation. Until then, traffic had been approached on a “predict and provide” angle, but a 
new important concept was introduced, the concept of demand management (Bulkeley & 
Rayner, 2003). The specificity of the English model is that mobility management directly 
focused on businesses participation without the use of regulations. It is therefore a rich 
source of knowledge for understanding the incentives for businesses to participate in MM 
plans.  
This new approach led to the financing of numerous research and trial projects with the 
support of the Department for Transport of the UK Government (DfT). All aimed at 
understanding how to manage the constantly increasing flow of cars on the roads and in the 
cities of the UK. The DfT developed a series of behavioural studies about car-use with the 
aim of understanding how to influence it, called “Smarter Choices” (DfT, 2011a). This 
approach triggered the development of a large panel of measures to mitigate car use based 
on the understanding developed through the various “Smarter Choice” projects, and 
eventually lead to the creation of an integrated method for car-use management in business 
context called travel plans. The Travel Plan approach will be described with greater details 
in Chapter 4 since it is used as a support for the description of MM practical measures. In 
short, the DfT promoted over 20 demonstration projects in the frame of the „Smarter 
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Choices‟ research project during the period 1999-2001. The results of those demonstration 
projects were used to develop the guidelines for Travel Plan and Travel Plan+. 
Those demonstration projects included both public authorities and private companies. For 
example, the Buckinghamshire County Council launched a campaign called „Travel 
Choice‟ in March 2000. It aimed at pushing the 2200 employees on site to use alternative 
means of transportation. At the end of 2000, the plan was already extended to 10000 extra 
employees. 53% of the employees lived less than 10km from the office. The initial 
investment amounted to 283000 DKK and the annual costs of 1 million DKK for the 
employment of 2 persons in charge of the plan. The council negotiated fare reductions of 
40% for public transports in exchange of providing them with 12000 potential customers. 
The council also invested in first class shower facilities and lockers, made an agreement 
with the local bike shop for the provision of rent-free loans up to 8000 DKK and 
established a „biker breakfast‟ program for the cyclist association. 2 years after, PT-use had 
increased by 80% and car-used was reduced by 21% compared to before the campaign. 
Walking and cycling also increased by 50%.  The local bus lined showed an increase of 
benefits of 19% and the train line of 16% even though tickets were sold with 40% discount 
because of a net increase in passengers.  
An interesting case in a rural area shows that targeted MM measures can participate in 
reducing car-use. This is the case of Astra Zeneca UK with 4200 employees located in a 
rural area. This case is similar to the case of Novo Nordisk project in Denmark because it 
was issued from the cooperation of the local authorities and AstraZeneca under the frame of 
„Smarter Choices‟. Nearly no employee lived less than 10km from the company. The 
company invested then in teleworking, car-sharing, better PT and one full-time employee to 
travel planning. Parts of the parking closest to the entrances were transformed into 
restricted car-sharer car-parks. The company also established a 12 month loan on salary for 
the purchase of a bicycle. The costs on of the first year were paid by a rural bus grant from 
the state and then annual costs of 3.9 million DKK were financed by the company. In 
addition, the company implemented a cycling allowance of 1 DKK per mile for employees 
cycling to work. As a result, car-use was reduced by 8 cars per 100, car-sharing increased to 
represent 18% of all commuting and bus-use increase from 2% to 7% (60 to 300 
passenger/day). Bicycle use did not change much due to the remote location of the office. 
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A clear characteristic of the English model is the use of full-time employees for the 
promotion and planning of MM measures. It gives more consistency to the project and also 
insures the motivation of the employee(s), which is caused by the perspective of keeping 
his job as long as the project is a success. In addition, it appears that a follow up on a longer 
period of time is necessary to insure success.  
3.1.3. Historical of Mobility Management in Denmark 
During the last 15 years, a series of projects using MM strategies have been conducted. 
However, they were not part of a national network for the promotion of MM. Many of 
those projects focused on cycling, which has been the spearhead of the Danish CO₂ 
reduction strategies. The following three pages will show examples of cycling promotion, 
PT promotion and carpooling in Denmark. This chapter aims at giving an overview of what 
has been done in Denmark so as not to start evaluating MM from the scratch. All those 
projects will be used to illustrate specific MM instruments in practice and in a Danish 
context, in order to evaluate their potential integration in Danish business models. They 
have been gathered in one chapter to help the reader find them back when they can be used 
to understand the analysis of collected data. 
BikeBus’ters 
BikeBus‟ters, “cykelbus‟ters” in Danish, was a project for the promotion of cycling, taking 
place in the city of Århus in 1996 (Krag, Mobility Planning in Denmark, 2005). 175 
persons participated in this study. They all lived between 2 and 8 km from their workplace 
and accepted to give up their cars for their home-to-work trips. The project included free 
bicycles, accessories and bus tickets. This project focused on evaluating the health and 
transport behaviors of the participants throughout a one year period. The results showed 
that health had a strong psychological impact on the willingness of the participants to give 
up the car for home-to-work trips. Cycle trips were greatly improved during the summer 
and bus trips during the winter. One year after, the shares of cycling trips and bus trips were 
still 200% above the pre-project period. 60% of the participants declared that their health 
had improved compared to before the project. In addition, it was found out that the 
participants perceived bicycle as slower that it was in reality. Before the study, about 50% 
of the participants declared that their workplace was more than 20 min away from their 
home, while only 20% declared it after the project. The total cost of the project, including 
the secretariat upkeep, was about 385,000€.  
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 “We bike to work” campaign 
This national promotion campaign for cycling is the largest of its kind in Denmark. It is a 
yearly campaign, which started in 1997 and has been running on uninterrupted since then. It 
has been developed by The Danish Cyclists Federation (DCF) and the Danish Company 
Sports Association (DFIF), in collaboration with the Danish train company DSB. This 
campaign is a competition where teams of 4-16 participants from Danish companies 
compete in who will cycle the most days to work in a given period. For 2011, this campaign 
will run from the 2
nd
 to the 31
st
 of May. The more biking days a team cycles, the more 
chances it has to win one of the prices. Those prices goes from an 11,000 DKK travel grant 
for each member of the hold, to free personal bikes, company bikes, bicycle racks and 
cycling equipment. In 2010, there were 108,830 participants and 10,569 teams in all 
Denmark, which cycled 12,462,922 km. 
Figure 4: The company TOP 10 for “we bike to work” 2010 was as follow: 
 Virksomhed  Deltagere  Hold  Cykeldage  Km  Employees 
Novo Nordisk  3097  324  26.786  398.025   
Københavns Universitet  2049  168  26.038  284.670   
DONG Energy  935  96  9.001  168.390   
Danske Bank  915  97  9.117  118.745   
DSB  891  83  11.181  105.223   
TDC/YouSee  884  86  8.692  110.646   
Københavns Kommune  844  78  10.818  101.180   
DTU  858  79  10.454  162.961   
Odense Kommune  673  63  8.406  85.617   
Syddansk Universitet  644  58  8.301  82.420   
Statistics for “we bike to work” 2010 showed that 43% of the participants live in the 
Greater Copenhagen and that they are between 26 and 55 years old. 46% of them have 
more than 7km to work and 15% have more than 15km to work. They are often already 
active people, but 36% of them declared that their participation to the campaign has 
actually have influence on their daily physical activity after the campaign. 76% of the 
participants actually answered that they participate for Physical exercise. 67% answered 
that they participated because of environmental consideration (CO₂) and 45% answered 
that they participated because of social incitation from the colleagues at work. This 
campaign shows that cycling and health are very much associated in the Danish mentality. 
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However, the high level of physically active participants is a sign that many participants 
may have already been cyclists and that no car-to-bicycle switch was achieved in their case. 
Bike to school campaign 
This campaign is similar to the “we bike to work” campaign but on a shorter period of one 
week. It started in 2002 and has been held every year since then. It aims at increasing the 
number of children, from 6 to 16 years old, biking to school as well as making cycle trips to 
school safer, through the promotion of safer routes to school and the use of helmets. In 
2010, 84690 children in 7065 classes participated to the campaign. The prizes were new 
bikes for all the pupils of the class and cycling equipment. 
Odense – National Cycling City 
Between 1999 and 2002, the city of Odense launched a campaign aiming at making Odense 
the national cycling city of Denmark (Krag, Mobility Planning in Denmark, 2005). This 
campaign cost 3 million € and resulted in an increase of cycling by 20%, and a reduction of 
cycling accident by 20% in the municipality of Odense. Moreover, the evaluation‟s report 
shows that 50% of the new bicycle trips were made by earlier car-drivers, showing the 
potential to attract people away from their car (Cogita, 2004a). This report also evaluates 
the benefits on public health to 33 million kroner, primarily linked to a reduction in lost 
life-years due to car-traffic.  
KollegaKørsel - Colleagues Driving 
This campaign started in May 2003 and aimed at promoting car-pooling among the 8000 
employees of the University Hospital of Odense (Cogita, 2004a). This project consisted in a 
database where employees interested in carpooling could meet each other and arrange 
private ride-sharing with colleagues living close to them. The main barriers to carpooling 
identified by this project were that employees had different working hours and that they 
might use their time after work for other occupations. There were also concerns about 
sickness and extra hours, which may change their schedule. A detailed description of this 
project can be found in the analysis (§ 4.3.1.)  
Formel M  
Formel M is a two-year project conducted in Denmark by Gate 21, a center for the 
promotion of solutions to climate change, environmental problems and energy production. 
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Gate 21 aims at building platforms where municipalities, businesses and research institutes 
can meet to exchange knowledge and best practices. Formel M has received 8.2 million 
DKK to promote mobility management in the metropolitan Copenhagen. Formel M serves 
as platforms for the transmission of knowledge and experience in MM as well as at 
anchoring MM into the Danish society. The ultimate goal being to avoid that all the 
experiences and projects taking place along the two years of the project falls into oblivion 
like many of their predecessors. This goal requires building a strong institutional setting for 
MM benefiting from the resilience of public authorities and the energy of private 
entrepreneurship. Formel M is the second attempt at implementing MM as a systemic 
strategy including businesses, the first one being the HUR Commuter Office in 2002-2004. 
The participants to Formel M are the municipalities of Albertslund, Allerød, Ballerup, 
Copenhagen, Fredericia, and Middelfart, the Danish Train company DSB, the public 
transport provider MOVIA, the interest organisation of Danish municipalities (KL), the 
interest organisation of Danish regions, the capital region of Denmark, the Environment-
Point of Amager (Miljøpunkt), the Technical University of Denmark (DTU), the University 
of Roskilde, and the engineering consultant TETRAPLAN. The most active participants are 
the municipalities, which have taken the role of promoter for MM on their territory. No 
companies have formerly entered the partnership.  
HUR Commuters Office 
Novo Nordisk MM plan and Formel M are not the first attempt at implementing MM in 
Denmark. 8 years ago, HUR already developed a project, called HUR Commuters Office, 
in order to implement the same measures that were implemented in the UK through the 
smarter choices project. The HUR Commuter Office was a project, which took place in the 
Metropolitan area of Copenhagen between 2002 and 2004 (Høj & Evanth, 2009). The 
office was in charge of making travel plans for employees, conducting surveys among 
them, providing general travel information, individual travel information, car sharing 
matches and commuter bikes. An evaluation report containing a description of the measures 
implemented, of the methodology used, of the participating companies, of the successes, 
failures and barriers has been published by HUR and will serve to compare with the actual 
projects going on in 2004 (HUR, 2004). HUR Commuter Office contacted a large number 
of companies with over 200 employees. Companies participated on a volunteer basis to try 
MM for their employees. HUR Commuter Office was in charge of the entire process and 
participating employees were volunteers. The Office developed travel plans for nine 
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companies out of which six were the object of a detailed survey: Sampension, Coop 
Danmark, Alm. Brand, DFDS, Politikens hus and Lægemiddel-styrelsen. Of the six 
monitored companies, three were highly motivated by a recent relocation of their site and 
wanted the Office to inform their employees of the new transport opportunities in order to 
lessen the stress linked to the relocation. The HUR Commuter Office developed travel 
plans on the base of a survey among the employees of the participating companies. The 
average answering rate to this survey was 52.9%. The HUR Commuter Office used this 
survey to decide which measures could help employees to let their car be in the garage as 
much as possible. All measures were free for volunteering employees. The level of 
participation per company was between 2% in Politikens Hus, to 56% in Sampension, with 
an average of 28.8%.  
It was found that 30-50% of the contacted persons was interested in partly leaving their car 
and tried other transport forms than car. The cost of this project was of 200,000€ per year 
and resulted in a reduction of 4200 car-km per week among car-users, which is about 34.9 
tons of CO₂ per year (HUR, 2004) and 400,000 car-km in total (Høj & Evanth, 2009). In 
addition, 8% of the participants have reduced their car-use by 3 days per week. The overall 
results including non car-users were of -24.7 car/day, -7200 car-km/week and -59.6 tons of 
CO₂/year. 
However, only 22 car-users declared having definitely given up their car for home-to-work 
trips and the overall conclusion is that a large number of car-users were open to reduce their 
use of cars, but very few would give it up. The least efficient of the MM measures was the 
ride-matching service. The tested companies were too small to offer adequate chances of 
matching two employees. The evaluation quotes a research from COGITA in relation to 
ride-sharing for Odense University Hospital taking place at the same time, which states that 
ride-sharing would require above 3000 participants to offer adequate chances for ride-
matching, while average participation was lower this project. The most successful measures 
were cycling plans where employees could get information on the best way to cycle to work 
and the commuter bicycles. The evaluation report concludes that nominative commuter 
bicycles were more successful than shared ones. From this pilot project, the HUR 
Commutes Office developed two models: the systemic model where all measures were 
included in a systemic approach and backed up by the company; the lighthouse model 
where a small group of leaders would act as a lighthouse to motivate the rest of the 
employees (HUR, 2004). Those two models are not mutually exclusive.  
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Overall, the companies were not interested in measures, which would induce costs for the 
company, which would favor a group of employees over the others or which would result in 
extra costs for the employees. A noteworthy comment about this project is that none of the 
employees were interested in fully giving up their car and that the companies did not make 
any effort to promote the project since they could not see what were the benefits of such 
practices for the company (Høj & Evanth, 2009). Therefore, this approach based on 
volunteering and free services without incentives for the company does not prove to be the 
most efficient. Indeed, the companies involved did not try to develop any measure by 
themselves during the duration of the project and all measures were abandoned afterwards.  
The evaluation report recognizes that The HUR Commuter Office should be better to 
convince the companies of the benefits their can gain from MM measures in order to 
motivate their participation by basing their marketing on a “what‟s-in-it-for-me” strategy, 
and that there should be a mutual engagement from both parties (HUR, 2004). The HUR 
Commuters Office based its approach on a voluntary participation of the employees out of 
pure environmental friendliness. It shows that many employees do not prioritize moral 
considerations and that other incentives must complete the moral ones. Additionally, the 
impulsion did not come from the companies themselves, but from the Commuters Office, 
which reduced the engagement of the companies.  
The HUR Commuters Office appears as minor pilot project with a low participation rate, 
low investments (20 commuter bikes) and low results in terms of CO₂ reduction but it is a 
valuable source of information for the evaluation of larger projects such as Formel M and 
the MM plan at Novo Nordisk. On a side note, it has also helped to develop Erhverskortet
5
.  
3.2. Theory: Mobility Management 
This paragraph starts from the problem of car-dependency, which has led MM to develop as 
it did. It will go on to develop a concept of MM for the purpose of this thesis and explain 
how it can be used. Finally, it will discuss the incentives for companies to integrate MM to 
their CSR strategies in order to insure its continuity. This is a crucial point for politicians 
and public authorities to better understand their options for inciting business as effectively 
as possible, but also for businesses to understand the potential of implementing such a 
concept.  
                                               
5 Cf. § 5.1. for more information on Erhverskortet  
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3.2.1. Car-dependence 
Cars have been a major mode of transportation in so long time that the structure of society 
itself has been modelled around it. Car-dependence as a concept considers thus both 
systemic and individual conditions for the dependence to cars and their mutual influence. 
Both physical infrastructures and behavioural patterns have been deeply modified by this 
mode of transportation to the point that it seems unfeasible for an average family to deal 
with everyday-life‟s routine without a car. The car is used for going to work, bringing 
children at school, buying food, entertainment and more. Moreover, car-dependence is one 
of the major reasons for experts to deny the feasibility of direct confrontation with car-use. 
After all, which politician would support the idea of banning all cars from the city of 
Copenhagen on the ground that they are dangerous for human health, for the environment 
and that we could do better with all the space-loss they induce. This would not be the wisest 
political decision and probably lead to heavy protests from the population.  
Traffic and transport issues have conventionally been regarded as a challenge for 
economists and urban planners, starting from the assumption that human beings always 
make rational choices with the highest utility. In that context, the options contemplated 
consisted in infrastructural modifications in order to accommodate more cars in places 
subject to congestion. However, choices in transport modes made by human beings are as 
much determined by structural conditions such as lack of information, habits and behaviour 
(Stein & Tertoolen, 2010). The choice of using cars is not necessarily linked to rational 
necessity, but is clearly conditioned by a dependency to cars as the “only possible” 
alternative, both because of infrastructural and behavioural conditions. It is therefore 
important to understand what makes individuals dependent on cars, so that possible 
alternatives can be designed.  
Car-dependence, also known as Automobile Dependence, characterizes a high per capita 
rate of car-use, a car-oriented land planning, reduced transport alternatives and a belief in 
the superiority of car for the purpose of mobility without distinction of context and goal 
(Litman & Laube, Automobile Dependency and Economic Development, 2002). The 
structure behind car-dependence, which developed after the Second World War, has been 
described by Peter Newman and Jeffrey Kenworthy in Sustainability and Cities: 
Overcoming Automobile Dependence (1999). They observe that spatial distribution and 
planning of Australian cities have been developed around the private passenger car. This 
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observation was based on Australian cities but the same phenomenon can be observed in 
Europe to a significant extend. Mobility conditions the access of each individual to vital 
activities such as work, education, shopping and leisure, and therefore, the fact that cities 
have been developed around car-mobility, has rendered citizens car-dependent. Even 
though cars present higher social costs than other means of transportation, car-dependence 
seems to be far from decreasing. They describe the ensuing phenomenon by calling it 
Urban Sprawl. This concept characterizes the extension of cities in low-density and car-
dependent neighbourhoods, which makes it very difficult for any alternative mode of 
transportation to be implemented later on. This is a situation that can be found in the parts 
of the city developed after the rationalization of cars in the fifties.  
However, Car-dependence is not only the result of urban sprawl, but also of the 
development of citizens themselves. Factors such as status, image, and what Urry calls the 
System of Automobility, are also constituents of car-dependence, which has a capability of 
reproducing itself in ”lock in” behavioural patterns and social practices associated to the 
use of the car in a path dependent way which demands a series of co existing actions to be 
stopped (Urry, 2004). Path dependent refers to the fact that current behaviours are issued 
from past decisions. Indeed, it is very difficult for someone who got used to a car to give it 
up. In addition to the fact that they have planned their dwelling and daily routine on their 
car, they have also invested a large amount of money into it. It becomes then impossible for 
this person to imagine organizing life efficiently without access to a car. The entire 
planning process becomes centred on car, even for trips which might have been more 
efficiently done by other means. Car-dependence is thus as much behavioural as 
infrastructural. Moreover, car-dependence is rather a process than a state, and thus increases 
along the individual's life (Goodwin, 1995; Cullinane & Cullinane, 2003; and Steg, 2005). 
An analysis of the pattern of expenditure for cars shows that young buyers follow a luxury 
model while older buyers follow one of necessity. At the time of first purchase, the car is 
seen as a luxury purchase, but it induces changes in behaviours and circumstances, which 
turns it into a necessity (Goodwin P. , 1995) . Car-dependence seems difficult to reverse. 
Studies have shown that families with decreasing income would not reduce their car-use 
after having gotten used to cars (Cairns, et al., 2004). Additionally, this dependence is not 
an “either/or”. One should distinct between car-dependent people and car-dependent trips. 
Indeed, most car-drivers are car-dependent, but not all their trips require a car. If 50-80% of 
car-drivers declare being dependent on their cars, only 10-30% of their trips cannot be done 
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without cars (Goodwin P. , 1995). Therefore, non car-dependant trips can be a valuable 
target for breaking the structural pattern of car-dependence. Nonetheless, car-dependence 
poses a real problem to society linked to the self reinforcing process of car-use resulting in 
the self reinforcement of the associated problems. This problem can be seen as a vicious 
circle.  
The vicious circle of car-traffic 
The traditional solution to congestion has been to increase the size of the roads in the 
sections concerned, but this solution is not sustainable since an increase in capacity tends to 
subsequently increase the flow of cars and eventually results in the need for further 
enlargement. This phenomenon is known as “induced” traffic (SACTRA, 1994). Estimates 
are that an increase in road capacity to compensate for congestion can induce a traffic 
increase of 10% on the short run and 20% on the long run and double this amount on 
specific sections during peak hours (Goodwin P. , 1996). Considering the increase in car-
use and the limited space available in urban areas, such a policy is doomed to fail on the 
long run. Increasing road capacity to provide a temporary relief of congestion will lead to 
more traffic and require a new increase in road capacity, in an infinite vicious circle. Such 
an unsustainable increase in car-traffic is not only a problem for traffic congestion. It also 
affects the negative aspects of car-traffic such as pollution, danger and health damages, and 
eventually affects the structure of cities themselves by changing their geographical 
structure. Indeed, the domination of cars, which allow a longer range of mobility, results in 
the spreading of cities over larger areas with a lower density of population. On the one 
hand, public transport cannot compete because it requires higher densities of population to 
be efficient. On the other hand non-motorized means of transportation such as cycling and 
walking cannot compete because they offer lower ranges of action. This reinforces the use 
of cars as the only possible alternative, which reinforces the vicious circle described above.  
Figure 5: The vicious circle of car-use 
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3.2.2. From answering demand to managing demand 
The mainstream approach to solve problems linked to car-use is twofold, providing greener 
technologies and adapting infrastructures to face an increasing demand in car-use. Greener 
technologies consist in finding alternative means of propulsion for existing cars, such as 
electricity or hydrogen, and infrastructural adaptation often includes the enlargement of 
roads and crossings. However, both strategies do not tackle all the problems listed in § 1.1. 
Indeed, greener technologies do not offer sustainable solutions to congestion and to some of 
the health impacts, such as lifestyle diseases and accidents. Enlarging roads and crossings 
might then seem to be the solution to congestion, but it only leads to an increase in car-
traffic, which ultimately worsen the conditions in the road network (SACTRA, 1994). 
Additionally, lowering the congestion increases the attractiveness of car-use, reinforcing 
the car-dependence cycle. This strategy is the product of an approach based on answering 
demand. This same strategy fails to promote alternative means of transportation like 
bicycles and public transport since they cannot compete with cars in a car-dependent 
context. Considering the limit of space and resources in parallel with the increasing number 
of cars, managing transport by answering demand cannot be the solution any longer, and it 
is time to manage demand. The answering demand policy has led to an unsustainable 
specialisation of transport based on cars with the associated CO₂ emissions, pollution and 
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impacts on human health. It has become necessary to start managing this demand, so that it 
can be oriented toward alternative means of transportation if sustainable transport is to be 
achieved. In order to manage demand, it is important to identify possible measures to 
modify infrastructural condition and behaviours in order to attract more people to 
alternative means of transportation. However, the actual context of car-dependence renders 
strict regulation inappropriate and call for the use of a mix of softer measures to influence 
transport choices among the population. This is what the concept of Mobility Management 
encompasses.  
3.2.3. Mobility Management as a concept 
Mobility Management, also known as Transport Demand Management (TDM), is a 
systemic approach, which gathers a wide range of soft measures aiming at influencing 
people‟s transport behaviour. The two concepts have been used as policies by several 
governments and as such, have been adapted to various local conditions. Therefore, the 
concept of Mobility Management is very heterogeneous and needs to be defined before it 
can be applied to this thesis. This thesis will focus on an extended concept of Mobility 
Management focusing on Businesses. 
The choice of words reflects the different origins of those twin concepts, MM being 
predominant in Europe and TDM in North America. MM focuses on the possibilities to 
influence transport demand and considers that this demand comes from mobility needs of 
the population. The term mobility is used in order to symbolize a break with traditional 
transport management based on the management of vehicles, often forgetting non-
motorized vehicles and definitely forgetting pedestrians. MM replaces thus the individual at 
the centre of transport planning by referring to his mobility need instead of referring to 
vehicles. Transport implies the movement of a vehicle from A to B, while mobility is a 
much broader concept. With mobility, one also considers the capacity for an object or a 
person to move from A to B, even before movement occurs and without consideration for 
the means of transportation. This capacity is often central to the choice of dwelling for 
many individuals. While transport refers to physical movement, mobility also includes the 
movement of knowledge, ideas and thus modern means of communication such as the 
telephone and internet. Additionally, mobility also includes the reason for moving. If the 
goal of an activity requiring a movement can be better achieved by other means, for 
example internet, the movement of a person might not be required.  
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More generally, both aim at controlling the demand for transportation in order to orientate 
consumers towards sustainable transport practices reducing CO₂ emissions, pollution, 
congestion, noise and impacts on human health (Litman, Online TDM Encyclopedia). MM 
and TDM are very similar in their goal, but differ in their means. While MM relies on 
communication to achieve behaviour change (EPOMM, 2011), TDM gathers a wider range 
of tools including taxation, infrastructure modification and thus encompasses a larger 
spectrum of the transportation policy sector (Litman, Online TDM Encyclopedia). This 
difference may come from the fact that TDM has developed in Northern America and that 
transport planning was not as developed there as it was in Europe. As a result, new 
strategies of influencing transportation behaviours through infrastructure and taxation were 
included in the development of TDM, while they were already in practice in Europe before 
the development of MM. MM focuses on soft measures, as opposed to hard measures 
focusing in infrastructure and taxation, though they can vary according to the practical 
feasibility, which often appeal for the use of a mixed-package including both infrastructural 
and taxation measures. 
MM is understood and practiced in different ways according to the country of application 
and the traditions in terms of transport planning. In European, a network has been 
developed to share knowledge and best-practice within European countries and helps a 
common notion of Mobility Management. This network, called EPOMM (cf. Chapter 2.2), 
defines Mobility Management as follow: 
Mobility Management (MM) is a concept to promote sustainable transport and manage 
the demand for car use by changing travellers‟ attitudes and behaviour. At the core of 
Mobility Management are "soft" measures like information and communication, 
organising services and coordinating activities of different partners (EPOMM, 2011). 
From this definition, it appears that MM is about managing the demand for cars through 
soft measures. Soft measures are linked to communication, information and organisation, 
and are opposed to hard measures linked to regulation and taxation (FGM-AMOR, 2003). 
In this context, “soft” must be understood as not related to legal and fiscal state 
intervention. The word soft measure is used in contrast to hard measures in order to 
underline their non-coercive character, however it can be interpreted in many different 
ways. The term soft can be traced back to a concept of international relations (IR) called 
soft power. In short, “soft power rests on the ability of one to shape the preference of 
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others” without the use of threats and payments (Nye, 2004). This term was coined in the 
context where independent political actors (the states) interact with each other with as 
ultimate goal their own survival. In this context, there is no superior authority in charge of 
managing their interaction, which results in a theoretical anarchy. Nye considers that there 
are three ways to have someone do what you want. „You can coerce them with threat, you 
can induce them with payments and you can attract or co-opt them (Nye, 2004). This 
definition is characteristic of governmental action, which is characterized by: regulation by 
law, by fiscal measures or by campaigns. Soft power qualifies all means entering the third 
method, which relies on the capacity of actor A to convince actor B that his own goals are 
valid to pursue without the use of method one and two. In that case, communication, 
attraction and ideology play an important role which decides of the level of influence of 
actor A. The stronger influence A will have, the more likely he will achieve to convince B 
without the use of coercion. Likewise, MM focuses on the third method and aims at 
convincing car-users to reduce their car-use without the use of coercive regulation and 
fiscal measures, thus the reference to „soft‟ measures. However, MM should not be 
considered in isolation from legal and fiscal measures. It is rather a complementary 
extension in the context of transport management, which can help to by-pass the existing 
political and psychological barriers linked to car-use. 
Fiscal measures, investments in infrastructure, public transports, bicycles, as well as 
congestion charging have been used in MM strategies in the UK. Therefore, the actual 
interpretation of MM is not limited to the strict definition produced by the EPOMM. 
However, the non-coercive characteristic of MM is generally found in most of the MM 
policies. This non-coercive parameter is important to tackle the car-dependence described 
earlier. If coercive measures, like congestion charges in London or the closing of street in 
city-centres around Europe, have been used, they remain limited in numbers and scope. In a 
social context where car is the social status of adulthood and achievement as well as an 
indispensable means of transportation for several types of trips, it seems wiser to avoid 
direct confrontation and help the change instead of forcing it.  
This point of view is shared by Todd Litman from the Victora Transport Policy Institute, 
who describes TDM
6
 as strategies that result in more efficient use of existing transportation 
resources by focusing on the movement of people instead of the movement of vehicles, 
                                               
6 Todd Litman alternatively refers to MM and TDM as the same concept and therefore refers to a North 
American vision of MM. (Litman, module 2b - Mobility Management, 2004) 
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giving priority to the most efficient transport solutions, such as public transports, ride-
sharing and cycling (Litman, 2004). TDM does not aim at eliminated car-use, because cars 
can be the most efficient mode for certain trips, but it tends to reduce the amount of 
personal vehicles that would otherwise occur. However, TDM considers transportation as a 
„whole process‟ to manage. In order to manage that process, all measures are valuable, 
including infrastructures changes, public services, and economical, fiscal and soft 
measures. This conception of TDM is also shared by the US department of transportation, 
which considers the management of trips divided in two types: commute and non-commute 
travel (US Department of Transportation, 2004). By considering the management of a trip 
as a whole instead of isolated measures, this approach automatically includes all measures 
available. The goal is the same for MM, but MM is a more delimitated set of measures.  
This thesis is in line with the MM approach of the EPOMM because it focuses on soft 
measures. However, it considers that because transportation planning measures benefit 
from each other, MM should not ultimately be limited to soft measures only. MM should be 
extended to include traditional measures of transport planning such as infrastructure 
planning and taxation when necessary, as long as it does not coerce citizens to give up their 
cars by force. By focusing on soft measures, this thesis will remain within the scope of 
MM, but considers that financial incentives play a role in promoting MM. As a result, it is 
not excluded that some measures taken into consideration for the analysis present some 
degree of coercion. 
This strict limitation of MM to soft measures may be the result of an intention to mark this 
approach as new in opposition to traditional transport planning in Europe. It has been 
developed from a public authority point of view, which usually uses regulation and taxation 
as traditional means of action. Therefore, a strategy excluding the use of both traditional 
tools would appear as new and labelled as such. Now, if a company actively influences 
transport choice of its employees for going to work by restricting parking facilities for cars 
and increasing it for bicycles, restricting access to its premises by car, investing in free 
bicycles for its employees, or implementing economical incentives to use alternative 
transport modes, would that be considered as a type of private regulation? The question is 
then about who exercise the regulation. MM should therefore focus on soft measures as 
non-coercive strategies rather than solely as communication strategies (with coercive 
meaning to force someone to do something without giving a choice to that person). This is 
the starting point of this thesis, which will aim at evaluating strategies to influence mobility 
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behaviour by the use of any non-coercive measures available from the point of view of 
public planners. Mobility management is conducted as a communication and organisation 
strategy, but measures such financial incentives, new bus-lines, bicycle parking or 
commuter bicycle systems are also part of MM along with communication.  
This project considers Mobility Management as a concept to promote sustainable 
mobility and manage the demand for car-use by changing travellers’ attitudes and 
behaviour though the use of non-coercive
7
 measures including communication, financial 
incentives and investment in infrastructure. Goals can be to reduce the use of polluting 
vehicles, promote the use of non-polluting ones or reduce the need for moving.  
3.2.4. Mobility Management as a CSR policy 
The challenge of MM for Denmark lies in the successful anchoring of MM measures in 
order to insure that they survive the initial pilot stage. The idea of managing mobility is not 
new. Ride-sharing and travel plan projects have been carried on before. However, none of 
those projects has survived the stage of pilot project, and the knowledge obtained has been 
lost along, by lack of a central institution to gather it
8
. Anchoring MM within social 
practices is thus the actual challenge.  
MM‟s goal is to mitigate car-dependency by non-coercive means so that fewer trips are 
done by cars. In order to do so, it is important to identify target groups and entry points for 
the implantation and dissemination of MM in society. In that context, businesses present a 
good potential for the dispersion of new mobility behaviours to other sector of society by 
spillover
9
 because a large part of their employees use cars to fulfil their daily. Additionally, 
they possess organisational structures and resources favourable to the implementation of an 
innovative strategy such as MM and are likely to have a stronger impact among their 
employees than a campaign in the public space. Businesses are also valuable partners 
because they can implement MM without the need for the public authorities to develop 
fastidious regulations, which is the sensitive point of car-dependency. A successful 
involvement of businesses in MM can return significant reductions in car-use and thus in 
pollution and congestion. It could also help to develop a market for MM solutions including 
                                               
7 As opposed to coercive measures represented by the use of force (police/army) and laws.  
8 Denmark is not part of the EPOMM network and does not have a central governmental institution to 
promote MM and gather knowledge as it can be found in the 7 countries members of the EPOMM.  
9 See discussion on spillover in § 2.1.2. 
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car-sharing and car-pooling services, commuter-bikes infrastructure, consultancy and 
knowhow.  
The remaining question is how to get businesses to pursue MM strategies? Answering this 
question would give public authorities a key to non-coercive implementation of sustainable 
transport.  
Businesses need incentives to actively support MM measures. MM is basically about 
promoting environmentally and socially sound practices in the transportation sector, an 
activity that in business language is called Corporate Social Responsibility (CSR). There is 
no commonly agreed definition of CSR, but basically, it refers to the responsibility of 
companies to deal with social, environmental and ethical problems linked to business 
activities as a whole (Carroll, 1999). The concept of Corporate Environmental 
Responsibility (CER) can also be found, but CSR tends to be pursued by businesses as a 
whole strategy and this thesis will therefore include CER within CSR.  
If the notion of “social responsibility” of companies can be traced back to the 1930s, its 
modern sense including ethical and environmental concerns along with responsibility 
towards “the welfare of the community” came during the last 20 years with the 
development of notions such as environmental protection, transparency and citizen 
participation (Carroll, 1999). It is also the last 20 years which have seen the implementation 
of CSR in practice. To the point that the Danish government has recently passed a law to 
make this implementation compulsory for large Danish companies (CSRgov.dk, 2009). 
Most often, CSR presupposes the willingness to act ahead of regulations and to take the 
well-being of all stakeholders into consideration, be they directly or indirectly related to the 
company‟s activity. The European Union defines CSR in quite similar terms: 
Corporate social responsibility (CSR) is a concept whereby companies integrate social 
and environmental concerns in their business operations and in their interaction with 
their stakeholders on a voluntary basis. It is about enterprises deciding to go beyond 
minimum legal requirements and obligations stemming from collective agreements in 
order to address societal needs (COM(2006) 136 final) 
Each institution and each country has its own definition on what CSR requires, but they can 
all be related to the ten principles of the United Nations Global Compact. Those ten 
principles build on the existing body of international declarations concerning human rights, 
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labour standards, the environment and anti-corruption. CSR being rather new in practice, 
the businesses, which aim at developing their own version, will turn toward recognised 
authorities for guidelines. In the Danish case, the recommendations of the Danish 
Commerce and Companies Agency which can serve as model for Danish companies, also 
follows the ten principles (Rådets for Samfundsansvar, 2011). Those ten principles are: 
Human Rights 
 Principle 1: Businesses should support and respect the protection of 
internationally proclaimed human rights; and 
 Principle 2: make sure that they are not complicit in human rights abuses.   
Labour 
 Principle 3: Businesses should uphold the freedom of association and the effective 
recognition of the right to collective bargaining; 
 Principle 4: the elimination of all forms of forced and compulsory labour; 
 Principle 5: the effective abolition of child labour; and 
 Principle 6: the elimination of discrimination in respect of employment and 
occupation.   
Environment 
 Principle 7: Businesses should support a precautionary approach to environmental 
challenges; 
 Principle 8: undertake initiatives to promote greater environmental 
responsibility; and 
 Principle 9: encourage the development and diffusion of environmentally 
friendly technologies.    
Anti-Corruption 
 Principle 10: Businesses should work against corruption in all its forms, including 
extortion and bribery. 
(United Nations, 2011) 
  
In the case of MM, the interesting principles are 8 and 9. They state that businesses should 
promote environmental responsibility and encourage the diffusion of environmentally 
friendly technologies. This is precisely what businesses could serve for in the introduction 
of MM into daily practices. A company looking for guidelines in order to develop its own 
CSR would thus be interested in practical measures to fulfil principles 8 and 9, if they are 
affordable and generate benefits in return.  
Public authorities can promote the benefits in terms of reputation, employment and 
economical performance companies can gain by establishing CSR strategies within their 
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business model and thus trigger a more sustainable behaviour among them. They can also 
push businesses to establish CSR policies as the new Danish law on annual reporting does 
(DCCA, 2011).  
If one follows an innovation model for transport, MM is still situated in the demonstration 
phase, but local pilot projects concerning car-sharing, car-pooling and cycling promotion 
have already been tested (RISØ, 2006). The next step is the diffusion of MM measures to a 
larger part of society in order to trigger the development of a market, which is the condition 
for the anchoring and survival of MM. This is a phase where large companies can make a 
difference, but they need to understand what benefit they can gain from it now and in the 
future. To sum up, the reasons for targeting businesses are: 
• Access to a large target group of car-users resulting in large impact 
• Access to working infrastructure and investment capacities  
• Larger companies already have CSR departments 
• British companies have shown results with this approach 
• Kick-start a MM market reducing costs for SMEs who cannot afford demonstration 
costs: development of knowhow, consultancy companies, technological solutions 
and software. 
3.2.5. Incentives for CSR 
As we have seen, CSR is voluntary and businesses can therefore choose what type of 
responsibility they have toward Society. In such a context, one might expect businesses to 
do the strict minimum, but it is not always the case, and the amplitude of their CSR 
activities vary very much. The reason is that businesses are gradually realising the benefits 
such activities can bring them. The Business in the Community
10
 association from the UK 
considers that benefits of CSR are (Arthur D Little, 2003): 
 Reputation Management 
 Employee satisfaction and retention 
 Innovation and Learning 
 Access to capital 
 Economical performance and company longevity 
                                               
10 Business for the Community is a British business-led charity with a membership of 850 companies under 
the patronage of the Prince of Wales. It aims at promoting responsible business, a sustainable future for 
people and the planet and to improve business performance. 
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Reputation Management refers to the beneficial effect CSR measures provide to the 
reputation of the company. Managing reputation properly can have an effect on many 
actors (cf. figure 6 below). To give an example, 44% of the British public thinks that CSR 
is important when they choose to buy a product from a company. This number is in rapid 
increase and has grown from 28% in 1998 to 44% in 2002. On the opposite, 68% of the 
British adults do not trust business leaders and 58% of the Europeans feel that industries 
and companies do not pay enough attention to their CSR and CER (Arthur D Little, 2003). 
Reputation Management needs to be done carefully. Based on theories of attribution and 
suspicion, experiments highlight the role of perceived sincerity of motives in determining 
the effectiveness of CSR activities. CSR activities improve a company's image when 
consumers attribute sincere motives, are ineffective when sincerity of motives is 
ambiguous, and hurt the company's image when motives are perceived as insincere. This 
backfire effect can be overcome by spending more on CSR activities than on advertising 
that features CSR (Yoon, Gurhan-Canli, & Schwarz, 2006). Managing a good reputation 
helps maintaining a good relation with all the stakeholders and to attract and retain 
employees and customers. MM as a SRI is relevant for the retention of employees since 
they gain direct benefits from it. 
 
Figure 6: Reputation Management, (Arthur D Little, 2003) 
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Another important aspect of good reputation is that it can participate in attracting Investors. 
Indeed, 86% of institutional investors in Europe believe that CSR will have a significant 
impact on the company‟s long term market value and thus are more likely to invest in such 
a company (Arthur D Little, 2003). Collins and Porras have observed a number of 
successful companies with at least 50 years of activity and have found that the most 
successful of them are what they call “visionary” companies (Arthur D Little, 2003). They 
conclude that having another purpose than simply making money increases the longevity 
and financial viability of a company. 
Press from the government 
Since 2009, large Danish companies are required to report CSR strategies by law, by 
including them in their annual report (CSRgov.dk, 2009). The amendment to the Danish 
Financial Statement Act, passed on December 16
th
 2008, stipulates that the companies 
concerned will be large businesses in accounting class C, and listed companies and state-
owned companies in accounting class D. Large businesses in accounting class C are 
businesses that exceed at least two of the following three size limits: 
• Total assets/liabilities of DKK 143 million 
• Net revenue of DKK 286 million 
• An average of 250 full-time employees 
The Amendment considers that this definition will affect about 1000 of the largest Danish 
companies (Danish Government, 2008). As a result, in 2010, 43% of the company reporting 
CSR in their annual report had done it for the first time (DCCA, 2011). It means that many 
companies have invested time in developing their CSR strategy and that it is there to stay. 
Even though CSR is voluntary, companies are forced by law to take position on the matter 
and to develop a plan on how they will fulfil the legal requirements. This amendment 
requires the companies to include the following information into their annual report 
(DCCA, 2008): 
• Information on the company‟s policies for CSR and socially responsible 
investments (SRI) 
• Information on how such policies will be implemented in practice 
• Information on what results have been obtained so far and management‟s 
expectations for the future with regard to CSR/SRI. 
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However 63% of the company reporting in 2010 did not report on achieved results and 31% 
did not describe their CSR policies in detail (DCCA, 2011). As a result, the Danish 
Commerce and Companies Agency has decided to strengthen the control of companies‟ 
compliance with the new amendment starting from 2011 and onward. This situation means 
that a number of large companies with infrastructure and investment capacities are now 
aware of CSR and will have to develop their own version in a close future. It also means 
that MM could benefit of a positive environment in the coming years as a cheap CSR 
strategy
11
. 
3.2.6. MM for businesses 
It is not necessary to reinvent MM for the Danish case. Many measures have already been 
tested abroad and only need to be adapted to the social and legal context of Denmark. When 
tackling MM by the medium of businesses, the English experience can give a good insight 
in which kind of measures are applicable. Indeed, English transport planers relied on 
businesses as motor of their own change and developed a concept called Travel Plan. In 
average, Travel Plans have achieved to reduce car-use for home-to-work purposes by 15%. 
The Department for Transport of the UK Government (DfT) has issued clear guidelines on 
how to best implement MM for businesses (DfT, 2008). Those guidelines can be divided in 
two main themes: what does a company gain from MM and what type of measures can be 
implemented. 
MM measures 
Implementing MM in a company will require a series of measures designed to help reduce 
the use of cars for home-to-work journeys and promote cycling and PT by providing better 
conditions for the later to the disadvantage of car-users. The following measures are issued 
from the guidelines published by the DfT.  
Site audit and employee survey 
Before choosing one of the following measures, the company needs to map in details the 
conditions of access to the site by car, bicycle, PT and walking in terms of offer, effort, 
congestion, price and attractiveness. Important data to gather are the number of people 
coming to the site each day, the size, filling rate and total costs of parking facilities, the 
                                               
11 MM measures such as information of employees, certification as “cycle friendly workplace”, work-station 
bicycles, Erhvervskortet and ride-sharing systems are cheap compared to investments in new CO₂ efficient 
production units for example.  
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facilities for cyclist, the existence of a functioning video conference room, The company 
also needs to conduct a survey to map employees‟ transport patterns, travel behaviour, 
travel needs and living location will help to understand the needs and reluctance of 
employees, plan car-sharing and decide which practical measure to focus on to reduce car-
use. Finally, the company needs to map the use of company fleet as well as all business 
trips done by train, company cars and private cars. On the base of all those data, the 
company can set targets which will help to orientate the efforts and monitor the results.  
Setting up car-sharing scheme 
Mapping the living location of employees and understanding their daily mobility need can 
help to design an efficient car-sharing scheme with increased chances of successful 
matching. Providing parking spaces for car-sharers only, situated closer to the entrances so 
that they don‟t risk to be struck by parking problems can also increase incentives. Car 
occupancy in home-to-work trips is close to one person per car and thus, any successful 
car-sharing can reduce CO₂ emissions and congestion by two to three times. Car-sharing 
scheme can be organised within the company itself (model chosen for Odense University 
Hospital) or in a greater scheme with surrounding like-minded companies (a model chosen 
for the largest industrial area of Lyon, France). The first model will be easier to implement 
if the employees are not familiar with car-sharing, while the second model can be an 
extension of the first one when the employees have gotten used to the idea. Model 2 offers 
a greater chance to find a match.  
Reluctance to car sharing is linked to the need to get children at school after work, doing 
shopping or any need from one of the car-sharer to change his schedule. The DfT advises 
that including children into the car-sharing agreement can help two employees to increase 
the number of shared day per week, but this is left to private negotiations between the 
parties. “Safe ride home” can overcome schedule changes by insuring a free taxi ride to 
home to any employees getting stuck at work without a shared-ride or PT connection to 
home.  
Promoting cycling 
By installing better cycling facilities such as closed bicycle parking, shower facilities and 
bicycle workshops with tools and pumps a company can make it simpler for employees 
wanting to cycle to work. The company can also invest in a bicycle-sharing system so that 
the employees can have access to a bicycle during the day if need be, for example to reach a 
local train or bus station. In addition, the company can make an agreement with a local 
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bicycle shop to provide onsite service for the maintenance of company owned and the 
employees‟ own bicycles. If a bicycle  
Promote the use of Public Transports 
To promote PT-use among its employees, a company can negotiating better PT connections 
according to the potential numbers of PT-users on site, discounts on fares with the transport 
company or thanks to a tax reduction scheme, gather all information on available PT with 
live departure board (physically in the entrance hall or on the intranet). Often, non PT-users 
have a negative opinion of PTs without having used them once (Beirão & Cabral, 2007). 
Additionally, a punctual campaign including free month pass or tickets can bring some 
willing employees to try PT and confront with their prejudices. A bike-sharing system in 
connection with the local train station can also bring employees to use PT if the only barrier 
was that the company was situated to far from the station. Several schemes are possible, 
including a dedicated share of bikes for daily commuter by bike and a share for 
punctual/emergency use. 
Monitoring and reporting 
It is important to monitor the evolution of transport patterns for the company, the 
employees and the visitors by conducted regular survey of the same form than the two 
original mapping surveys. Monitoring can be used to give feedback to the leadership, to the 
employees, to the shareholders and to support the reputation of the company. It is also 
necessary if the company decides to join a reporting initiative such as. Global reporting has 
become an increasing necessity for very large company including CSR into their reputation 
management and using it to attract customers, investors and employees. It allows them to 
judge if the CSR claims are funded on real actions. 
Communication 
Communicating MM measures will help the employees to understand the new alternatives 
at their disposal and encourage them to change. Running special initiatives to boost 
awareness of the plan can also help the change. Such initiative as participation to a cycling 
campaign for companies for example.  
Nomination of a travel plan „champions‟ among enthusiast employees, to promote MM in a 
day-to-day basis, can also help MM measures to reach the base in case the initiative is a 
top-down decision. 
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Networking 
Networking is the extension of all the described measures. Indeed all of them can be 
maximised by increasing the number of participants. The more employees participate in 
MM, the easier it will be to set up new bus lines, find match ride-sharing, influence the 
municipality to get new bicycle lines, and so on. The French example
12
 shows a larger use 
of networks to maximize the efficiency of car-sharing and PT development. This approach 
is promoted by a stronger tradition in centralised planning which have resulted in active 
business associations in most of the industrial areas. Even though implementation is at an 
earlier stage than in England, this characteristic has led success stories like the car-sharing 
scheme of the Grand Lyon or the development of PT in the major industrial area west of 
Bordeaux. Networking with neighbouring companies can also create business cooperation 
with unintended benefits.  
MM Benefits 
MM plans benefit both the company and the employees. To reduce car-use to work, 
increase biking, replace physical travels by remote conferencing, and develop PT service of 
the company, presents a series of benefits. Company‟s benefits can be: 
• Reduce congestion and parking problems around the company 
• Reduce costs linked to construction and maintenance of parking lots  
• Release land from parking use to more productive activities 
• Enable higher occupancy of existing buildings 
• Reduce the cost of running a fleet  
• Reduce mileage claim and other travel costs by increasing teleconference 
• Increase accessibility of company‟s site (lower congestion, better PT) 
• Improve staff health and absenteeism (physical activity benefits) 
• Increase attraction and retention of staff by making going to work easier 
• Improve staff punctuality by reducing congestion and improving accessibility 
• Certification under the ISO 14001 environment management standard 
• Help meet the demand for CSR of shareholders and investors 
• Improve the reputation of the company 
Employees‟ personal benefits can be: 
                                               
12 Consult the CERTU at www.certu.fr for a detailed list of MM measures in France 
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• Improved equality among staff members with and without access to a car 
• Improved PT access and punctuality to the site 
• Less stressful option for travel to work 
• Opportunity to build healthy exercise in daily-life 
• Reduce/Share time and costs of journey to work 
• To avert the need to buy a car (or a second car) for some employees 
• Feeling to do something good for the environment and for oneself 
MM costs 
Costs are one of the best assets of MM. Indeed, small investments can give large benefits. 
Actually, many MM measures do not require big investments and used together can give 
good returns in terms of car-use reduction. The construction of covered parking and 
showers for cyclists, the promotion of a cyclist association, the communication on access to 
the site by bicycle and PT, the implementation of a car-sharing scheme or the establishment 
or a video conference room are all measures with low investments costs compared to the 
construction of a new parking lot or the cost of plane tickets. Additionally, it can help 
reduce environmental problems and give good returns in terms of CSR. In average, MM 
shows good costs/benefits ratio.  
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This chapter will study MM in context. It will start by looking at the structural conditions 
for MM in Denmark, then at ride-sharing in Odense University Hospital and commuter 
bicycle promotion in Høje Taastrup. The information collected will be used in the analysis 
of the main case: the MM plan at Novo Nordisk Måløv.  
4.1. Structural conditions for mobility management 
in Denmark 
The Danish fact sheet of the EPOMM, dating from 2009, lists contextual incentives and 
barriers to the application of Mobility Management in Denmark compared to other 
European countries (Høj, Nov 2009). Knowing incentives and barriers can give an idea of 
which measures are more likely to work and which incentives already exist. They 
correspond to contextual characteristics of the Danish legislation and determine the liberty 
of action as well as the motivation for action of companies and municipalities.  
• Business trips: Mileage allowance is provided for car use, and -with a much smaller 
value -for bike use. 
• Commuter trips: Deduction on travel expenses does not depend on transport mode, but 
only starts from a minimum of 24 km per day. 
• Fringe benefits: Company cars have special tax benefits. 
• Car sharing: Car sharing can take place on a private basis without tax consequences. 
• Public transport: In Denmark an employer can pay for a season ticket without tax 
consequences for the employee, except that the employee then cannot claim the usual 
deduction for commuter trips. 
• Ervhervskortet: A month pass for public transportation paid from the salary of the 
employee before tax. The reduction obtained is thus relative to the level of taxation of 
the employee. The company does not bear any cost and can benefit from the employee 
doing business trips on his Ervhervskortet. The employee loses his tax deduction on 
Mobility Management for Businesses   
 
- 53 - 
 
transport and therefore, the interest of such a pass decreases when the employee lives 
beyond 25km from work
13
. 
• Minimum car parking: Usually a minimum number of parking spaces per square meter 
building is demanded. 
• Maximum car parking: In special cases (e.g. Ørestaden), a limit on the number of car 
parking spaces per square meter is set. 
• Bicycle parking: Bicycle parking is usually cared for, but practically no legal 
requirements exist in the area. 
• Companies usually don‟t have problem finding space for new parking spaces, but at an 
approximate cost of 200,000-250,000 DKK
14
 per parking place, they might be 
interested to invest this money in some more rewarding schemes. 
From this fact sheet, one can note that car-users benefit of a stronger incentive compared to 
bicycles in that car-users benefit of tax deductions on travel expenses for home-to-work 
travel beyond the first 24 kilometers per day. It is rather rare that daily commuting by 
bicycle exceeds 24kms and thus, cyclists do not enjoy economical benefits even though 
their time investment may be similar. Additionally, car-users get higher mileage allowance 
for business trips undergone with their private vehicle than cyclists (Tax.dk, 2011). 
Company cars have special tax cuts, which makes it attractive to invest in company cars 
compared to private passenger cars. Concerning public transport, the company has several 
options available. It can offer a free season ticket without the employee being exposed to 
extra taxes and it can use the Ervhervskortet scheme to provide employees with lower PT 
fares. Bicycle parking is usually available. This comes from a long cycling tradition in the 
country related to a long tradition of high taxes on cars. 
4.2. Additional data from ride-sharing and cycling 
projects 
This chapter complements the study of incentives and barriers to the successful 
implementation of MM in a business perspective, by analysing data collected from the car-
sharing project called “Colleagues Driving” at Odense University Hospital (OUH) and the 
promotion of commuter cycling in Høje Taastrup. The data from OUH will serve to 
                                               
13 An employee living 25km from his work will barely gain 991 dkk per year by shifting to public 
transportation since insurance and taxes must be paid even though the car stays home. (Based on the 
calculation on the  website: https://www.workplus.dk/Content/files/iforholdtilbil.html) 
14 Approximate price evaluated by COGITA A/S, source Morten Rettig (Director) 
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evaluate the ride-sharing targets of Novo Nordisk MM plan, while data from the 
Environment and Energy Centre of Høje Taastrup will serve for the evaluation of the 
potential of commuter bicycles in a business context.  
4.2.1. Car-sharing in Odense University Hospital 
This project aimed at marketing ride-sharing at the University Hospital of Odense (OUH) in 
order to solve severe parking problems on the site (Cogita, 2004a). It ran from September 
2002 to June 2004 including a mapping/survey phase from September 2002 to May 2003 
and a marketing phase from May 2003 to June 2004. This project of 1.5 million DKK was 
financed by the European funds from the Interreg IIIB Target-project. The municipality of 
Odense, the county of Fyn and the OUH conducted it. OUH was a both a promising and 
challenging target. With 8000 employees and severe parking problems, it showed a good 
potential for the promotion of ride-sharing, but because of varying working, it was difficult 
for employees to find matches in their geographical area. In addition, about 60% of the 
employees lived less than 10km from OUH and could therefore use bicycles and buses to 
solve their parking problem. The target group of the marketing campaign was the 2400 
employees who lived between 11km and 60km from OUH since people living closer would 
tend to cycle or take the city buses to work and people living further away would take the 
train (Cogita, 2004a).  
The pre-marketing study showed that main incentives would be linked to economical 
benefits and parking problems, while the barriers would be linked to the dependence to 
another person, distance to the meeting point as well as uncertainties linked to sickness and 
overtime. On the base of the pre-market study, a marketing plan in 4 phases was established 
(Cogita, 2004b): 
 
• Phase 1: May - July 2003 
The employees received a letter containing information on the number of potential 
ride-sharers in their neighborhood and on the economical benefits of ride-sharing. In 
addition, brochures and posters were placed in OUH‟s wards, on the intranet and in 
the company‟s newspaper as well as in the local press. 
• Phase 2: August - November 2003 
The employees received, together with their paycheck, a brochure introducing the 
Guarantied Ride Home scheme, which offered to refund taxi trips for ride-sharers in 
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case their ride-share was impeded by emergency, sickness or overtime. The 
marketing material, brochures and posters were revised to reflect the new measure. 
During the 9 month where the Guaranteed Ride Home was available, it was used 
only 9 times for a cost of 1200DKK, but it is quoted as an important incentive by 
the registered ride-sharers. 
• Phase 3: December 2003 - February 2004 
Reserved parking places for ride-sharers were introduced next to the entrance of the 
Hospital. The employees were informed by a letter joined to their paycheck and 
marketing material was updated.  
• Phase 4: March – May 2004 
Lottery for employees registered in the ride-sharing database. Every week an 
employee would gain a small gift with a value of 250DKK. At the end of the period, 
two active ride-sharers would win a holiday gift certificates of a value of 5000DKK. 
Employees were informed by special ride-sharing letter and all marketing material 
was updated. In addition, an information booth with the transport coordinator and 
volunteer ride-sharers was set up twice a week for 3 weeks.  
The reason for spreading the marketing plan over a whole year was to be able to observe 
the effect of each measure as a well as to keep the attention of the employees on the ride-
sharing scheme over a longer period of time in order to increase their probability of joining.  
At the end of the marketing period the report indicates that 97% of the employees new of 
the ride-sharing scheme and that 88% declared having enough information to determine 
whether they wanted to join (Cogita, 2004b). 15% of the target group had registered in the 
database (362 persons), 40% of them were active ride-sharers (145 persons), and active 
ride-sharers were in average 2.21 person per car. 68% of registered ride-sharers joined 
because of economical benefits, 52% because of the Guaranteed Ride Home and 53% 
because of reserved parking places. 79% of the active ride-sharers lived between 11 and 
60km from OUH, 92% were living in couple (62% with children). 71% had one car and 
29% had two cars. This indicate that the typical ride-sharer is in a couple with children but 
only has one car, which indicates that one of the car might be used by one parent to pick up 
the children and shopping, while ride-sharing is used by the other parent. The main reason 
for inactive ride-sharers was that working hours did not match (49% of the answers).  
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The evaluation report concludes that although the participants use environmental 
considerations as arguments, the main motivations were linked to economical benefits and 
parking problems (Cogita, 2004b). In addition, varying working hours was a major 
hindrance to successful matches and distance to work a significant factor. Therefore, a 
company with homogeneous working hours and many employees living within 10-60km 
from the office would present much greater chances of success. Finally, 50% of registered 
declared that they had no knowledge of ride-sharing prior to the marketing plan and 93% 
were interested in continuing. As result, solo-driving was reduced by 12% from 54% to 
48% and ride-sharing increased by 80% from 15% to 26% (including ride-sharers not 
registered in the scheme). This ride-sharing scheme including ride-matching software, 
dedicated parking and secured ride home is similar to the one found in the British cases 
(Anable, Kirkbride, Sloman, Newson, Cairns, & Goodwin, 2004). However, the use of the 
hospital parking was not conditioned to payment and therefore, the only incentives where 
the dedicated parking places.  
4.2.2. Cycling to work: example from Dansk Bank and IKEA 
The Environment and Energy Center (EEC) of Høje Taastrup has been promoting cycling 
at work in the local companies. Dansk Bank and IKEA in Høje Taastrup have shown 
interest in a cooperation to promote cycling among their employees. The following 
information was collected during an interview on 18 May 2011 with Tina Faber from the 
EEC and in the report that she provided. 
Dansk Bank 
In June 2010, the EEC conducted a survey among 200 employees of a department of Dansk 
Bank Høje Taastrup about their transport habits. This survey was followed up by personal 
interview to develop the main ideas from the survey. The result showed that on 165 
respondents, 81 always came to work by car, 39 always came by public transport and 8 
always came by bicycle or by foot. Dansk Bank has is a bicycle friendly workplace with 
locker rooms and showers, a cycling club and promotes cycling to work on its intranet and 
by participating to the yearly “We bike to work” campaign15. Many employees lived in the 
south of Høje Taastrup where public transport connections are poor but interviewee living 
close to Høje Taastrup stated that the use of mileage allowance for cycling (under 20km) 
would motivate them to take their bicycle. However, this measure was considered too 
                                               
15 cf.   
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complicated and costly to implement. One reason why specific incentives could not be 
introduced in Dansk Bank Høje Taastrup is that the policy of the company would require 
having it implemented in all the Danish subsidiaries.  
Dansk Bank did not want to disclose the addresses of their employees to the EEC because 
they considered it as sensible information. This standpoint is not isolated
16
 and shows that 
developing MM plans internally may help overcome such barriers as data gathering and 
use.  
IKEA  
The EEC was also in cooperation with IKEA for the implementation of work-station 
bicycles. They are based on the same principle than the commuter bicycle of the Novo 
Nordisk MM plan. IKEA Høje Taastrup is 3 km from the station and 300 production 
employees could be potential targets for the scheme. The contact to IKEA was made 
through the sales and marketing department, but there is no employee in charge of the 
project yet. The major problem lies in who will pay for the bicycle and how much it will 
cost. Here again, IKEA appears as being interested in receiving a service at low cost 
(counting on the motivation of the government to reduce CO2) without being implicated in 
the MM plan itself. 
Company bikes 
The Danish legislation taxes a bicycle provided by the company to an employee for doing 
home-to-work trips. However, if the employee does not take the bicycle home and only 
uses it to go to meetings during his working hours and to the local railway station, this 
bicycle is not a personal benefit anymore and it becomes free of tax. This situation makes 
of the work-station/commuter bicycle a more attractive scheme than subsidizing private 
bicycles for the employees (Brochure from Det Økologiske Råd about employee financed 
bicycle schemes).  
4.3. Mobility Management at Novo Nordisk – Måløv 
The data gathered for the analysis of the MM project in Novo Nordisk Måløv mainly comes 
from interviews conducted with Søren Bruhn Winther (facility manager at Novo Nordisk 
and project leader for the project); Tina Wexøe Ertbjerg (traffic planner at Ballerup 
Municipality); Morten Rettig (Director of COGITA A/S, the company that developed Novo 
                                               
16 Cf. Personal Communication with Søren Bruhn Winther on 7 April 2011.  
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Nordisk‟s transport plan), and from the reports established during the preparation of the 
project. This project is still in the planning phase and the actual measures will not be 
confirmed before the survey and mapping analysis are completed. However, a detailed plan 
has been established for the application to funds from the Center for Grøn Transport.  
4.3.1. Structural characteristics 
 
Novo Nordisk is a large pharmaceutical company specialised in the production of drugs for 
the treatment of diabetes. As of September 2010, it had more than 30,483 employees, of 
which 13,466 in Denmark. The company is owned by Novo Nordisk Fund, which main 
purpose is to ensure the financial viability of Novo Nordisk and to support scientific and 
humanitarian purposes. Novo Nordisk is also known for its triple bottom line strategy 
including social and environmental objectives in their business strategy.  Novo Nordisk has 
several sites and chose the Måløv site to test MM because their parking space was 
becoming too small and a new extension would cost between 50-100 million DKK. The 
final goal is to test the feasibility of such measures to eventually implement them in other 
sites. The Novo Nordisk site in Måløv is situated on a field outside of Måløv, 
approximately 1.6 km from Måløv station and 1.2 km from Kildedal station. The access 
road is a large road with high traffic. An alternative road away from the main road increase 
the distance from Måløv station to 1.72 km but gives more comfortable cycling conditions 
(dotted line on the map).  
Figure 7 : Map of Måløv and Novo Nordisk 
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The bus 152 connects the two stations to the site and runs every 30 min. This bus stops on 
Måløv Byvej at the entrance of the site, which is distant of 100-250 m from the offices. 
Måløv station offers a better service with S-trains every 10 min, while Kildedal station is 
closer in distance, but offers s-train departure every 20 min only.  
There is good access by car through road 211/Måløv Byvej connecting Copenhagen to 
Frederikssund. However, this road is the most crowded public road in Denmark not 
transformed into a motorway yet. 30,000 to 36,000 cars cross Måløv daily and congestion 
occurs during morning and afternoon rushes (Vejdirektorat, 2005). This is actually one of 
the reasons why Novo Nordisk is interested in implementing MM on this site (Novo 
Nordisk, august 2010).  
4.3.2. Development of the project and collaboration of the actors 
The MM project at Novo Nordisk arose from a previous case where Novo Nordisk, which 
is situated in a conservation area, had dug in protected pounds in border of the site. Novo 
Nordisk made a plan to repair the damages caused to the conservation area and made a 
“Site Masterplan”. From this cooperation began a contact between Novo Nordisk, the 
municipality of Ballerup and consulting companies, who would also work out the MM plan 
later on (Tina Wexøe Ertbjerg, pers. comm., 9 June 2011) 
Novo Nordisk Måløv increased and parking space became too limited for the number of 
cars coming every day. As a result, Novo Nordisk considered investing in new parking 
facilities for an estimated cost of 50-100 million DKK. Seeing in MM the opportunity to 
save the money by avoiding to build a new car park and to strengthen the “triple bottom 
line” policy of the company (CSR), the facility manager of Novo Nordisk decided to apply 
for funds at the Danish public transport authority to promote a MM pilot project on the site 
of Måløv. The MM plan and the application were developed in partnership with COGITA 
and the Municipality of Ballerup. COGITA had been previously working with the 
municipality of Ballerup for the establishment of “cycling accounting” and was therefore a 
natural consultant to bring in. COGITA evaluated that for a cost of 50 million DKK, Novo 
Nordisk could build about 200 parking spots (Rettig, pers. comm., 10 may 2010).  
It is interesting to notice that the initiative for implementing MM at Novo Nordisk comes 
from Søren Bruhn Winther at the facility management department. He explained that he 
was motivated by environmental concerns, but that the need for reducing parking 
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congestion made it easier to push through (pers.comm., 7 April 2011). However, the 
promotion of MM within Novo Nordisk did not go as smoothly as it appeared. Morten 
Rettig from COGITA (pers.comm., 10 may 2011) talked about a process of acceptation 
throughout the entire leadership longer than expected. He was not in doubt of the success of 
this process though. This concern was also articulated by Søren Winther Bruun 
(pers.comm., 7 April 2011), who expressed the need for arguments for the promotion of the 
entire project to other levels of leadership in Novo Nordisk. Indeed, Novo Nordisk is 
specialised in health care, not in transport planning. However, this project was still in an 
early phase at the time of those meetings and things may change when it takes a more 
tangible form after the end of the mapping/survey period.  
In practice, the project will start by a survey and mapping of employees‟ transports habits 
and options, followed by the implementation of several measures to help them giving up 
their car. The project is co-financed by the Centre for Grøn Transport for about 40% with a 
budget of 1.3 million DKK over a period of 2 years.  
4.3.3. Measures 
Survey 
The MM plan of Novo Nordisk will start by a mapping of the employees‟ transportations 
habits by survey and focus groups. The survey will include home-to-work and work related 
trips. It will also include questions related to parking problems, congestion, possible 
incentives to give up the car and additional use of the car while on the home-to-work trip. 
The mapping of local conditions (bus, trains, bicycle lanes, roads) will be made in 
cooperation with Ballerup Municipality. This survey will help Novo Nordisk to adapt the 
following measures in order to make them more efficient.  
Commuter bicycles 
In order to allow more people to come by the S-train lines C and H, which are fast 
connections between Frederikshavn and Copenhagen, Novo Nordisk will invest in 
commuter bikes at the company‟s name with dedicated parking on Måløv site and Måløv 
St. It is not sure if such a bike might be used for home-to-work trips other than from the 
station to the site. 80% of the bicycles will be attributed personally while 20% will be 
available to all employees on a daily basis.  
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Amelioration of cyclists conditions on site 
Novo Nordisk already possesses good bicycle parking, changing rooms and lockers. In 
order to make it even more attractive for employees to use their bicycle to work, Novo 
Nordisk Måløv has applied for the “cycle friendly workplace” certification in order to send 
a signal to the employees that the company encourage cycling to work. In addition, a new 
“towel scheme” will be introduced, where employees can borrow a towel free of charge in 
order to take a shower in the changing-room. The towels will be collected and cleaned by 
the company. In that way, the employees cycling to work will have the opportunity to 
freshen up before starting work and not have to carry a wet towel around the whole day. In 
addition, a cycle service station will be installed on the site for those who need to perform 
small reparations on their bicycle. The Novo Health scheme already promotes good eating 
and exercise at Novo Nordisk. It is expected that this program will also help to promote 
cycling at Måløv site.  
Diversion of the Bus lines and modification of the schedules  
In Denmark, the planning of bus lines is done by the municipality. Tina Wexøe Ertbjerg 
from the Municipality of Ballerup explained that she had therefore ordered the deviation of 
bus 158 to improve the link between Novo Nordisk and the local S-train stations. However, 
the bus-line is inter-municipal and other municipalities also have their say on the matter. 
Additionally, the municipality has to order buses to the local providers one year before the 
change is implemented. In the case of Novo Nordisk – Måløv, a bus will be diverted to 
cross the site from the rear entrance to the main entrance in order to be more visible to the 
employees (cf. dotted line on the map).  
Ride-sharing 
Employees will be able to voluntarily check potential matches for ride-sharing on the online 
ride-matching system placed in the intranet of the company. Ride-sharing will occur 
between employees only. Ride-sharers will have dedicated parking spots in attractive 
places. Additionally, a “guaranteed ride home” scheme will refund ride-sharers if they take 
a taxi/train/bus because their ride has been hindered by unexpected circumstances. 
4.3.4. Incentives 
Company 
The main incentive for the Novo Nordisk is to avoid a potential bill of 50-100 million DKK 
for the construction of a new parking facility. The second incentive is to promote the triple 
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bottom line policy of the company (equivalent to CSR) in order to brand Novo Nordisk as 
an environmentally friendly and responsible company. This policy is important for Novo 
Nordisk, which dedicates an important part of its annual report to non-financial targets and 
which has committed to reduce its CO₂ emissions by 14% between 2004 and 2014. 
Transportation will first be included in the annual report from 2011, but this target is an 
indicator that the company considers CO₂ reductions as part of its branding strategy. The 
branding strategies of Novo Nordisk also include the promotion of healthy lifestyles, a 
topic which is also related to MM. However, from a personal communication with the 
project leader for the MM plan, it does not appear that healthy lifestyle is put forward as a 
strong incentive for leaving the car at home. Finally, the site of Måløv with only one access 
to the road 2011/Måløv byvej in prolongation of Ballerup byvej is subject to congestion 
(Ballerup Municipality, 2011). A reduction of the number of cars during rush hours will 
alleviate the main crossroad at the entrance of the site.  
Employees 
Incentives for the employees are linked to the parking problems on the site, which had led 
the company to consider the construction of new parking. As a result, the dedicated parking 
spots for ride-sharers and the commuter bicycles offer attractive alternatives to the parking 
difficulties they may encounter in the morning. A second incentive is the reduction of 
transport costs linked to the use of a car. By sharing rides, the employees can reduce costs 
linked to fuel and usury of their car. By extension, alternative means of transportation can 
also prevent the need for investing in a second car and all the associated costs (purchase, 
insurance, maintenance, fuel). A report from the ride-sharing experiment at OUH pointed at 
the fact that ride-sharing was mainly used by couples with children and only one car, 
estimating that ride-sharing may reduce their need to buy a second car (Cogita, 2004b). 
Finally, the feeling of doing something good for the environment can be a good incentive if 
it promoted as feasible. The MM measures implemented by Novo Nordisk may push 
employees with environmental concerns to switch to alternative modes, if they had not 
done so because they considered a switch too complicated before. However, the absence of 
financial incentives for employees is likely to reduce the potential reductions of the MM 
plan.  
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4.3.5. Budget 
With approx. 1.3 million DKK, the preliminary budget of the MM plan at Novo Nordisk 
Måløv is relatively small. This characteristic is not unusual for MM plans and corresponds 
with the budgets used in the UK (DfT, 2002b). 
Figure 8: Budget for Novo Nordisk MM plan in Måløv 
Expenses   
Assistance (consulting: Cogita & NIRAS) 545,000 dkk 
Internal hours (facility manager) 153,000 dkk 
Internal hours (focus groups & workshop, ≈200 hours) 48,000 dkk 
Measures 550,000 dkk 
Subtotal 1,296,000 dkk 
    
Funding   
Center for Grøn Transport 518,400 dkk 
Internal hours 201,000 dkk 
FM finance (Novo) 576,600 dkk 
Subtotal 1,296,000 dkk 
The measures themselves only represent 40% of the total budget. Another 40% goes to the 
employment of consultants and the rest to the salary of Novo Nordisk facility manager in 
charge of the project and of the employees participating to focus groups and workshop. 
Such a small budget makes of MM a very good investment, considering the money saved 
on parking infrastructure and benefits for the Triple Bottom Line strategy of Novo Nordisk. 
Because of low investment costs, MM is a competitive investment choice for companies in 
search of new Socially Responsible Investments.  
4.3.6. Evaluation of environmental impact 
This evaluate will start by looking at the five measures included in Novo Nordisk MM plan 
in order to assess the likelihood of reaching the car-km reductions targets. Then it will 
extrapolate potential CO2 reductions from the potential car-km reductions.  
Estimation of car-km reduction 
The potential for car-km reduction has been calculated by COGITA on the base of their 
previous experience with ride-sharing and cycling projects in Odense. Based on those 
calculations, COGITA estimates a total potential for reduction of 2 millions car-km/year or 
almost 20% of total emissions by car-use. 1 million car-km/year through the commuter 
bicycle scheme, 400,000 car-km/year through better bus connections, 200,000 year by 
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improving conditions for cyclists on site and 400,000 car-km/year through the ride-sharing 
scheme. This amounts to 20% of all car-kilometres. 
Residence No. Average distance      Estimated modal Split           No. of commuters Car-km / year 
    km Bicycle Bus/train car Bicycle Bus/train car km 
Måløv and Smørum 84 2 80% 0% 20% 67 0 17 14,784 
Stenløse, Veksø, Ballerup 
mm. 171 5 60% 5% 30% 103 9 51 112,860 
Sorroundings (North 
Copenhagen) 295 10 40% 5% 60% 118 15 177 778,800 
Copenhagen and 
Frederiksberg 223 15 20% 5% 75% 45 11 167 1,103,850 
West Copenhagen and 
Amager 403 20 5% 10% 85% 20 40 343 3,014,440 
South Copenhagen 153 20 5% 5% 85% 8 8 130 1,144,440 
Rest of DK 160 40 0% 0% 100% 0 0 160 2,816,000 
Sweden 44 60 0% 5% 90% 0 2 40 1,045,440 
                    
Total 1533         360 85 1085 10,030,614 
Figure 9: Estimated modal split for Novo Nordisk Måløv (Internal document Novo Nordisk) 
Measure 1: Commuter cycles  
The plan expects to reduce car-km by 1 million through the installation of 100 commuter 
bicycles for commuting between Måløv St and the Måløv site. Those bicycles will make it 
easier for commuters to take the S-train to Måløv St since they will be able to quickly 
complete 1.6 km between the station and the office by bicycle. According to the estimates 
of COGITA, the average car-km/year/person is around 9245 km
17
. Therefore, if 100 
persons use the bikes instead of driving because they can now easily cycle from the station 
to the site, the potential reduction will be of 924,000 car-km. 80% of the commuter bicycles 
will be attributed personally, while 20% will be accessible to all employees on a day-to-day 
basis. One could expect that the 80 employees having applied for a personal bike will use it 
daily except in case of extreme weather conditions and sickness. Moreover, the 20 other 
bikes might stay unused some days. In those conditions, an average use of 80% might be 
more reasonable. It sets the potential car-km reduction of 100 commuter bicycles at 
740,000 car-km in average. However, all bicycles might not be allocated, or Novo Nordisk 
might double its commuter bicycle pool to face an unexpected demand, therefore, actual 
results at 2 years might be very different from the estimates. If one now considers that 
mainly people living beyond 15km from the site will use the train, and thus the commuter 
bicycles, potential reduction will increase because those employees travel longer distances. 
                                               
17 Taking an average of 220 working days per year, the average Novo Nordisk Måløv employee is thus living 
at about 21km from work. 
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Commuter bicycles will target a potential group of 840 car-users and 9,124,130 car-km for 
an average of 12,176 car-km/person. 80 commuter cycles would then lead to a potential 
reduction of 974,080 car-km, an estimate close to that of COGITA. 
Measure 2: Better Bus service 
A reduction of 400,000 car-km/year will require that 43 car-users give up their car for 
home-to-work trips each day. COGITA estimates that 85 persons come to Novo Nordisk 
with public transports. 43 persons would represent an increase of roughly 50%. Such an 
increase it not unheard from the English experience (DfT, 2002b), but the new bus service 
will mainly link the site to Måløv St and thus compete with commuter cycle, which have 
the same purpose.  
Measure 4: Cycle friendly workplace 
In order to achieve a reduction of 200,000 car-km, the “cycle friendly workplace” 
certification will need to motivate 22 employees to take their bike. Seeing that 906,444 car-
km are made by employees living from 0 to 10km from work, a reduction of 200,000 car-
km would mean that 22% of those employees switch to car. Starting from the modal shift 
estimated by COGITA in the MM plan (cf. figure 9 below), one can make the hypothesis 
that 6 of the 17 employees living within 2km, 20 of the 51 living within 5km and 20 of the 
177 living within 10km would start cycling. Such hypothesis would result in a potential 
car-km reduction of 6 x 5 x 220 + 20 x 10 x 220 + 20 x 20 x 220 = 138,600 car-km 
A reduction of 200,000 car-km is thus optimistic since it will require many more employees 
from the 10km radius to use a bicycle.  
Measure 5: Ride-sharing 
Following the results of the OUH report
18
, the target group for ride-sharing in Novo 
Nordisk (between 10 and 60 km from work) will be of approximately 1017 persons and 
9,902,970 car-km/year with an average car-km/year of 9,737.43 km per person. An 
effective reduction of 400,000 car-km requires that 41 drivers give up their car each day. 
The OUH experience shows an average potential of 2.21 persons per shared ride (Cogita, 
2004b). Considering 1 driver + 1.21 ride-sharer per car, active ride-sharers must therefore 
be 75 each day, representing an average of 730,307 car-km/year. With a theoretical average 
of 2.5 ride-sharing day/pers/week
19
, 150 persons, or 13.82%, of the target group must 
register to the ride-sharing scheme. The OUH experiment shows that 15% of the target 
                                               
18 Cf. § 5.3.1. for a detailed description of the OUH report.  
19 Based on OUH report with 38% of participants ride-sharing daily, 33% 1.5 times a week, 14% once a 
month and 15% once in a while.  
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group should register to the ride-sharing scheme, which amounts to 1242 x 15% = 186 
persons in the case of Novo Nordisk (2.5 times the estimate). Taking into account that the 
employees at Novo Nordisk have fixed and similar working hours (major barrier), the 
potential for ride sharing is greater than in the case of OUH. However, contrarily to the 
OUH case which sent ride-matching to all employees, ride-matching for Novo Nordisk will 
be limited to voluntary registration. Therefore, it can be expected that participation will not 
reach its full potential. 400,000 car-km seems thus very precautionary, which 
counterbalance the overestimate of the “bicycle friendly workplace”. 
Potential reduction of CO2 emissions 
The reduction target of 2 million car-km appears feasible and will be used to calculate CO2 
emissions reduction. In the absence of official measurement for private passenger cars 
emissions from the Danish state, we will use an average of 176,16g CO₂/km calculated on 
the base of the average carbon dioxide emissions per km from new passenger cars in 
Denmark from 1995 to 2010 (Eurostat, 2011). Emissions prior to 2000 have been 
extrapolated on the base of the known emissions factors for 1995 and 2000 following the 
hypothesis of a regular progression. This estimate is based on the optimal CO₂ emissions 
calculated at the factory and does not include the 11.71% of cars older than 15 years 
therefore the real average gCO₂/km factor will be slightly higher (Danrmarks Statistik, 
2011). To reflect real-life conditions, the Department for Transport of the UK advises to 
increase theoretical CO₂ emissions by 15%, which would bring this estimate of average 
CO₂ emissions for private passenger cars to 202.58g CO₂/km (DfT, 2010). On the base of 
COGITA‟s estimates described in the application for funds to the Center for Grøn 
Transport, we can calculate the total CO₂ emissions by home-to-work car-transport for 
Måløv site between 1767-3032 tons CO₂/year and potential reductions between 353-405 
tons CO₂ (see figure 10). 
It is difficult to evaluate the importance of CO₂ emissions for employees transport on 
Måløv site compared to business trips and freight, since CO₂ emissions declared in the 
yearly report are for the total company only. However, with its 1533 employees, the Måløv 
site represents around 11.38% of the total workforce in Novo Nordisk Denmark. Therefore, 
if we extrapolate those calculation, based on the employee ratio, to all sites of Novo 
Nordisk in Denmark, such a strategy might present a CO₂ reduction potential of 
approximately 3.1 to 3.56 Kt CO₂ on a total emission of 15.52 to 17.85 Kt CO₂. This is not 
a very high amount, but absolute reductions of CO2 emissions of only one company are not 
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what matters to this study. The same kind of extrapolation for Novo Nordisk worldwide can 
help to compare with total emissions for their car-fleet and business trips. It would set 
potential CO₂ reductions at 3.53 to 7.02 Kt on a total of 35.14 to 40.41 Kt. Because of the 
varying structural conditions of Novo Nordisk worldwide, such a calculation is made only 
to compare with CO₂ emissions for Novo Nordisk‟s car fleet, which are estimated at 47.5 
Kt CO₂ and emissions for business trips by plane at 48.5 Kt (Novo Nordisk, 2011). It 
shows that the car fleet and plane trips are very significant for CO2 emissions. MM plans 
should therefore not be limited to home-to-work trips. Additionally, the English experience 
shows an average reduction of car-km of -18% (Anable, Kirkbride, Sloman, Newson, 
Cairns, & Goodwin, 2004), while the experience in the Netherland settles around -10% 
(DfT, 2002a). Therefore, a reduction estimate of 20% of the total CO₂ emissions for 
employees home-to-work transport by car seems optimist and extra calculations at 10% 
have been added.  
The following table lists CO₂ emissions and potential reductions calculated on the base of 
the estimate of the Novo Nordisk MM plan. The estimated CO2 reductions only concern 
car-use for home-to-work trips of the employees and do not consider CO2 emissions for PT.  
 
  
Novo Måløv                             
(1533 emp.) 
Novo DK      
(13466 emp.) 
Novo total 
(30483 emp.) 
Emissions at  CO₂ emissions estimate (tons) 1,767 15,521 35,136 
 176.16 gCO₂/km Potential reductions at 20% (tons) 353 3,101 7,019 
  Potential reductions at 10% (tons) 177 1,551 3,520 
Emissions at  CO₂ emissions estimate (tons) 2,032 17,849 40,405 
 202.58 gCO₂/km Potential reductions at 20% (tons) 405 3,558 8,053 
  Potential reductions at 10% (tons) 203 1,779 4,037 
 
4.3.6. Sum up of Novo Nordisk MM plan 
The estimated reduction of 2 million car-km is optimistic, but not unrealistic. The estimate 
for commuter bicycle is a best-case scenario, but ride-sharing is underestimated due to the 
limited marketing measures for its promotion among employees. Experience in the 
Netherlands indicates that MM plans with basic measures (ride-sharing, cycle leasing, 
flexitime and marketing) achieved an average reduction of car-km by around 10% (DfT, 
2002a). The UK experience shows an average car-use reduction of -18%, but many of the 
Figure 10: Potential of reduction of CO2 reductions for Novo Nordisk  
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cases with economical incentives to employees (Anable, Kirkbride, Sloman, Newson, 
Cairns, & Goodwin, 2004).  
The cycle allowance appeared to have a positive impact on the number of cyclists, but this 
allowance may be considered as taxable revenue. A rough calculation for Novo Nordisk 
will put the number of cycle-km (including employees already cycling) to more than 1.2 
million km, which will amount to 2.4 million DKK with a 2 DKK/km allowance (similar to 
the allowance used in the UK cases). It would be 2 times superior to the entire budget of the 
MM plan. With a cycling allowance based on business trips by private bicycle of 0.49 
DKK/km (as applied by the company Urtekram in Denmark), bicycle allowances would 
amount to 588,000 DKK, equivalent to about half of the total budget of Novo Nordisk MM 
plan. Knowing that the low price was one of the facilitator to start the MM plan in Novo 
Nordisk, such allowance does not appear possible in a close future.  
The estimate of 20% car-use reduction is optimistic taking into account that parking on 
Måløv site is free and that there are few personal incentives for the employees to drop their 
car. Therefore, the MM pilot project at Novo Nordisk Måløv might not give the expected 
results, but it gives a good insight in a business driven MM plan. The plan analysed here is 
very similar to the travel plans for workplaces implemented in the UK, but without the use 
of financial incentives (DfT, 2008). However, it does not include the promotion of electric 
bicycle, which would increase the potential numbers of employees cycling, nor does it 
includes potential reductions on the business trips between the different sites and the 
potential for reduction of teleconference and teleworking. Total potential for MM 
management at Novo Nordisk should therefore include Novo Nordisk car-fleet, business 
trips and goods transport before it can give a good overview of potential CO₂ and car-km 
reductions. However, what matters is not the incomplete CO2 reductions of this project, 
which, alone, cannot do much for Denmark; it is the possibility to understand better what 
have motivated the investment of Novo Nordisk in such a MM plan.  
Business trips  
Søren Winther Brunn has mentioned that Novo Nordisk is looking to invest in electric cars 
for the purpose of doing business trips in the surroundings of Måløv
20
 (Søren Winther 
Bruun, pers. Comm., 2011).  With such an investment, some employees might not need to 
take their car to work in order to face such trips and choose alternative means of 
                                               
20 An electric car with an average range of 100km will allow business trips to Copenhagen and most of the 
Metropolitan Copenhagen (Hovedstadsområdet in Danish)  
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transportation. The promotion of teleconferences and teleworking is not included in the 
MM plan for Måløv either, though questions from the survey template indicate that the 
matter is being considered.  
Congest, noise and pollution 
In the absence of quantitative data for Måløv, it is difficult to estimate the impact of a 
reduction of car traffic following a successful implementation of the MM plan in 
quantitative terms. Måløv is situated in the (F) zone
21
 and thus subject to an average of 22-
28% of high congestion and 1-2% of critical congestion. A reduction of about 216 cars is 
likely to have a positive impact on the access roads and parking slots around the site, but 
compared to the 30,000-36,000
22
 cars using this road daily, a single company cannot 
impact on road congestion by itself. Road congestion would require that a large number of 
companies situated on the road 211 decide to implement MM plans, which might happen 
later on if MM is successfully implanted in the Danish business practices. For the same 
reason, impact on accidents and pollution will not be evaluated.  
4.4. Synthesis  
The MM plan of Novo Nordisk is promising because the company is clearly taking part in 
the planning process with its facility manager as project leader. This situation is due to the 
prior cooperation between Novo Nordisk and Ballerup Municipality on environmental 
matters and to the parking problems of Novo Nordisk Måløv which required a 50-100 
million DKK investment. Søren Winther explained (pers.comm., 7 April 2011) that his 
motivation for undertaking a pilot MM project at Novo Nordisk Måløv was his concern for 
the environment, which fitted with the triple bottom line strategy of the company. When he 
was contacted by Ballerup Municipality about the possibility to implement a MM plan and 
reduce the number of employees coming to work by car, he saw a good opportunity to 
combine this concern for environment, the company‟s policy and economical savings. The 
fact that Novo Nordisk leads the project, with the help of consultants, makes this pilot 
project singular. Indeed, the first attempt at implementing MM with HUR Commuters 
Office in 2002-2004 was based on a free service offered by the Office to volunteering 
employees from volunteering companies. As stated in the evaluation report of the project, 
companies where not very supportive because they could not see their own interest in the 
                                               
21 The finger zone: see § about congestion in the Introduction. 
22 For More information on traffic and accidents on road 211, see Ny højklasset vej i Frederikssundfingeren - 
VVM-redegørelse sammenfattende rapport, Vejdirektorat 2002 (danish only).  
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matter (HUR, 2004). The example of Novo Nordisk shows that a company can find benefits 
in MM plans and that potential benefits could be used to enhance the receptivity and 
participation of other companies.  
A second key element of the Novo Nordisk MM project is the timely convergence of key 
criteria such as the need for a new parking, the triple bottom line policy of the company and 
the presence of a positively inclined facility manager. It may not be crucial that the facility 
manager be implicated, but it seems important that the project be supported by a person 
intern to the company and with responsibility high enough to push the topic on the agenda. 
This might be a more complex issue, since this person can occupy various positions in a 
company and thus be difficult to make contact with in the first place.  
With a potential reduction of 2 million car-km/year equivalent to 353-405 tons CO₂ and a 
CO₂ price oscillating under the 100 DKK/ton (BlueNext, 2011), the MM plan at Måløv 
would not present any financial incentive for CO2 reductions alone. The extrapolated 
potential for Novo Nordisk Denmark would put the CO2 reduction potential to 3560 
tons/356,000 dkk, which is much lower than the investment costs at Novo Nordisk Måløv 
alone. In addition, a company such as Novo Nordisk invest much more money in its CSR 
branding than the 1.3 million DKK budgeted for the project. Therefore, incentive is not to 
be found in CO₂ reductions, but rather in traffic problems linked to congestion and in the 
necessity to uphold the branding policy of the company. In the case of Novo Nordisk, the 
financial incentive for congestion is linked to avoiding new parking investments. The 
company could therefore invest more money in its MM plan if it reduced the number of 
employees coming to work by car under the actual number of parking spots, so that any 
further investment is not necessary. However, it appears that the idea needs more time to be 
assimilated through all the strata of the company‟s leadership before increased financing 
should be considered. The branding incentives linked to CSR are more difficult to evaluate, 
but the annual report shows that the company evaluate its non-financial performance in 
terms of social and environmental performances. Social performance includes donations to 
research funds, training of healthcare professionals in diabetes, investment in employees 
training, employees involvement, company‟s reputation, training in business ethics, 
supplier audits and compliance to the Novo Nordisk triple bottom line. Environmental 
performance includes energy, water and material consumptions, wastes and wastewater, 
and CO₂ emissions from energy consumption, refrigerants and transport. Out of 84 million 
DKK donations to research on diabetes, there is no statement of the sums invested in all the 
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other programs. Nonetheless, those indicators show that Novo Nordisk is rather ahead in 
terms of CSR and that the average large Danish company might be less receptive to this 
type of incentive. Funding is another noteworthy characteristic of the MM plan at Novo 
Nordisk.  The company has applied for funding from the Center for Grøn Transport, but is 
ready to finance 60% of the 1.3 million DKK of the project. With regards to the potential 
savings this sums seems insignificant, but considering that main barriers to earlier trials 
have been the reluctance of the company to invest money in any of the proposed measures, 
it represents a shifting point (See (HUR, 2004) and (Krag & Wehmüller, 2010)). The key is 
then to focus on companies with direct financial incentives in order to promote MM. 
Moreover, the very low cost of MM measures makes it an ideal CSR investment.  
It seems that the facility manager is already thinking about additional measures in other 
sites, such as the headquarters in Bagsværd. However, the Novo Nordisk Måløv MM plan 
is the first example of a complete MM solution managed by the company itself. It includes 
commuter bicycles, a new bus route, an internal ride-sharing system and advantageous 
conditions for cyclists in one package for the same company. The aim of this plan is larger 
than in the earlier trial of the HUR Commuters Office. Compared to the 20 commuter 
bicycle of the HUR Commuters Office, the 100 commuter bicycles appear more promising. 
The survey includes questions to map the transport habits of the employees during working 
hours, but the plan itself does not state any measure to tackle those trips. The plan does not 
include financial incentives (cycling allowance), disincentives (parking fees) or gift 
concurrence (like in the OUH case) to motivate the employees either. Financial incentives 
could be taken from the expected benefits of reducing parking need and used to motivate 
employees. Søren Winther explained that it was not the policy of the company to use 
financial incentives and disincentives, a stand point which marks a difference with the way 
of thinking in the UK. In absence of clear financial incentive for the employees, the targets 
established will be difficult to reach.  
On a side note, one can observe that networking with other companies of the 
neighbourhood in order to increase their influence on bus routes and infrastructural 
investments is not taken into consideration by Novo Nordisk and therefore not evaluated by 
this thesis.  
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4.4.1. Guidelines for improving MM’s success in Denmark 
Mobility Management in 2011 is not implemented in the same structural conditions than in 
2002. The use of CSR as a branding strategy for large companies was newer in 2002 than it 
is today, and those companies were not forced by law to report about their CSR policies in 
their annual report. Additionally, the HUR Commuters Office project resulted in the 
creation of the Ervhervskortet, which makes public transport more attractive (i.e. the card 
was not available then). Moreover, The MM trial of 2002 was offered as a free service to 
volunteering employees from volunteering companies. It did not try to target companies 
with potential but called for volunteering instead. In that case, the volunteering companies 
may not have been as motivated as Novo. The trial of 2002 was also externally led and thus 
less important for the company involved.  
Taking into account the case studied, the past experiences, the new structural conditions 
and the experience from the UK, this thesis suggests the following guidelines to improve 
the chances of successful implementation of MM in Denmark:  
To target companies with a potential interest in a MM plan based on congestion 
mapping, parking filling ratio, CSR branding and size (cf. § 5.3.). Such a mapping would 
help to target companies with potential interest in order to avoid wasting time and resources 
on companies with no interest in MM. Such mapping can be carried on by a research 
institution in partnership with municipalities. 
To Focus on companies with potential interest directly (parking problems, congestion, 
active CSR policy). Wide general marketing strategy with high costs and low response 
should be avoided. 
To present CSR as an investment instead of a service from the state to environmentally 
friendly companies. Environmental and social benefits should be integrated in the CSR 
policy, but cannot carry the whole project by themselves. Financial benefits should be used 
to trigger the project.  
To use the “see-how” promotion effect. Tina Wexøe Ertbjerg explained that other 
companies from Ballerup were interested in hearing more from MM after having heard 
Søren Winther talk about their pilot project at the Business Network meeting in Ballerup 
(Tina Wexøe Ertbjerg, Formel M meeting, 9 may 2011). Additionally, Bagsværd 
Municipality (where Novo Nordisk headquarters are) is now interested in participating to 
the Formel M project while they had declined participation in the first round (Tina Wexøe 
Ertbjerg, pars.comm., 9 juin 2011). Using actual example of businesses implementing MM 
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plans can help convince other companies that MM is not only “something for ecologists” 
and that there is a business potential in it.  
To always include mobility during working hours, car-fleet and business trip into the 
MM to increase potential CO₂ and costs reductions. 
To keep MM plan internal in order to avoid barriers linked to the access and treatment of 
collected data about employees and company infrastructure. Keeping relevant data internal 
can make their collection easier and will avoid problems of data ownership. 
To have the MM lead by an employee from the company itself in order to insure that the 
company is engaged in the process. 
Based on the above guidelines, the main difficulties for business implication are: 
 The collection, treatment and ownership of data about the employees and the 
company. Companies will be touchy about letting such data exit their control.  
 Transport is rarely the main “business” of potential companies: why should they 
invest time in it? -> need for precise incentives. 
 The persons involved and uncontrollable personal circumstances can play a role in 
the success of a MM plan. It is difficult to foresee and influence those parameters.  
 The implication of the company and allocation of an employee with time to manage 
the MM plan can be difficult to insure if benefits are not clear enough. 
Remaining structural barriers 
Non-coercive measures at the disposal of businesses can help to influence the everyday 
pattern of home-to-work trips for their employees, but a series of structural conditions 
regulated by the public authorities limit the incentives for employees to switch from cars to 
alternative means of transportation. Those structural conditions are:  
 An extremely low cost of CO₂ allowances means that CO2 reductions do not present 
any financial incentives. 
 No differentiation of mileage allowance between the different means of transport for 
home-to-work trips. Using a bicycle or PT will not return extra benefits for 
employees. 
 Significantly higher mileage allowance (tax discount) for cars than for bicycles 
when using private vehicles to do professional trips (0.49 DKK/km for bicycle and 
moped vs. 3.67 DKK/km (first 20,000 km/year) and 2 DKK/km (over 
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20,000km/year) for cars). Using car is more profitable than using bicycle for 
businesses trips done with private vehicles.  
 Bus lines are crossing many municipalities and negotiating modifications on them 
can be a long and complicated process in which the company has no say.   
 Buses are more subject to congestion than cars since they use main roads. In the 
absence of priority lines for buses, they cannot compete with cars for home-to-work 
trips.  
4.4.2. Practical Guidelines for specific MM measure 
The general guidelines above can help to trigger MM for businesses, but a focus on single 
measures themselves can help the process further. The following guidelines should be used 
by municipalities and businesses in order to increase the success of their MM plans once 
this one is started.  
Cycling  
 The personal allocation of commuter bicycle appears to increase the level of use of 
the bicycle and should thus be the one to focus on. However,  
 Commuter bicycle should be reserve to employees using S-train to solve the 
problem of the station-to-work part of the trip.  
 Small improvements can help to make the difference: a repair station with air pump, 
good changing rooms, towel scheme, support to a cycling club, adequate bicycle 
parking can participate in making the everyday-life of cyclists easier and thus 
increase the attractiveness of cycling.  
Ride-sharing  
 Ride-sharing should be kept internal to the company to increase the feeling of 
security of the employees. 
 Use intranet-based software for matchmaking to simplify employees‟ access to 
potential ride-sharers. Integration to Smartphone could help to develop a real-time 
service.  
 Children are actually not a barrier for ride-sharing since ride-sharers can organize 
shared children transport along with ride-sharing
23
. In addition, ride-sharing can 
                                               
23 A transport survey conducted in the municipality of Ballerup in 2006 shows that car is used by 32% of the 
respondents to transport children from school, while it is used by 59% to do shopping, 56% to go to work and 
55% for leisure. In the opposite, cycling is used by 42% and walking by 23% to get children at school, while 
only by 22% and 2% for going to work. See (Promonitor, 2007) 
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also be used to avoid buying a second car for the parent not in charge of children 
transport 
 Going to the supermarket after work can be a problem for ride-sharing19, though not 
in families with only one car and more because, 2/3 of the time, ride-sharing works 
as replacement for a second car. 
Public transport 
 Promote Erhverskortet among the employees.  
 A partnership between municipalities can help to bring local buses closer to the 
employees and make them more attractive.  
 Commuter cycles can help bridge the gap between station and office when the office 
is not situated at walking distance from the station. (see guideline on commuter 
cycle above) 
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5.1. Summary 
The following diagram schematizes the development of this thesis: 
 
 
This thesis was motivated by the observation of car-related nuisance such as CO₂ 
emissions, congestion, pollution, noise, accidents and lifestyle related diseases. Mitigating 
car-use appeared delicate because society and citizens are so dependent on cars for their 
everyday life that banning and restriction would be politically risky. The concept of 
Mobility Management has therefore developed around the idea to reduce car-use by 
promoting alternatives to cars and motivating car-users to drop their cars without 
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forbidding their use. The MM concept used for this thesis was developed on the base of the 
UK experience, which is more advanced than in Denmark. Elements issued from MM in 
the EPOMM and from TDM at the Victoria Transport Institute were also incorporated.  
This concept was ultimately defined as a concept to promote sustainable mobility and 
manage the demand for car-use by changing travellers‟ attitudes and behaviour though the 
use of non-coercive measures.  
In order to evaluate the practical feasibility and potential of this concept, it was compared 
with actual occurrences of MM measures. The main case for comparison was the Mobility 
Management plan of Novo Nordisk, which is being implemented at the moment. This case 
was used to assess the potential of MM measures in a business context. Analysis of this 
case was completed by knowledge obtained during the first MM pilot project (HUR 
Commuters Office), knowledge from participation to the actual MM trial (Formel M) and 
data from a past project on ride-sharing (OUH). From this analysis, a series of guidelines to 
increase the chances of success of MM implementation was established. Guidelines 
concerned both business involvement and practical measures. The case used was a „most 
likely‟ critical case since Novo Nordisk is very much ahead in terms of socially responsible 
investments. It means that this case could in no way confirm the probability of a MM plan 
to work in general context. This case was used to conduct an exploratory research in order 
to find key factors for promoting MM among large Danish companies, to list and evaluate 
MM measures in a Danish context and as a practical example of a discussion of MM. 
Indeed, if Novo Nordisk represents a most likely case for MM because of a strong tradition 
for CSR, the observation of practical measures and their benefits can be useful for other 
cases. From this case, it appears that MM for businesses presents a potential in Denmark. 
The ensuing exploratory research revealed a series of key factors for the promotion of MM, 
which could help targeting other large companies if promoted correctly. Because the case 
used is a „most likely critical case‟, those key factors might prove less efficient on other 
companies. However, many of them are related to financial incentives rather than CSR 
policy, and thus likely to have effect on companies without developed CSR policies. 
Additionally, the Danish government has accentuated its pressure on CSR reporting for the 
coming year and MM appears as a cheap way to conform to it. Finally, it must be noticed 
that The MM plan at Novo Nordisk Måløv is still not fully implemented and that measures 
could be withdrawn or added later on. Therefore, the guidelines established in chapter 4 and 
the following answer to the research question are based on the project as “planned” in 
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April-May 2011. A follow up study to evaluate actual achievements in earlier 2012 would 
thus be a valuable follow-up to the present study.  
5.2. Answer to the research question 
Based on the mobility management concept developed in chapter three and the analyzed 
set of data, this paragraph will give a summarized answer to the following question:  
Which essential factors can stimulate the integration of Mobility Management 
into business practices of large companies in a Danish context? 
The study of Novo Nordisk MM plan indicates that an essential factor for the 
implementation of MM is the perceived financial benefit it represents for the company. The 
internal report about the first MM trial at the HUR Commuters Office concludes that a 
reason for the relatively low success of the project was that companies did not see what 
benefits they could gain from actively participating (HUR, 2004). The integration of 
Mobility Management into business practices with the goal of insuring the continuity of the 
implemented measures requires that businesses understand what their short-term and long-
term benefits are. The main incentives for businesses to implement MM measures are 
twofold. Firstly, it can participate in the CSR policy of the company and improve its 
reputation as environmentally and socially responsible. Secondly, it can reduce costs 
associated to parking facilities, congestion and business trips. Both present valuable 
financial incentives, but CSR is more complicated to apprehend and actual occurrences of 
MM plans tends to point at the mitigation of costs related to parking and congestion as the 
triggering motivation. The reduction of parking and congestion related costs are 
quantifiable financial incentives, while the benefits of integrating MM in CSR are more 
difficult to quantify. It is not surprising that direct quantifiable benefits have more interest 
than long term ones. Therefore, MM as a CSR policy should be advocate as an additional 
benefits and focus should be set on large companies with potential problems of parking 
and/or congestion. The HUR Commuters Office evaluation report points out that “it must 
be noticed that companies, in general, have not been interested in implementing measures, 
which would result in extra costs for the company” (HUR, 2004). The fact that MM caught 
in at Novo Nordisk was linked to tangible financial incentives motivating the necessary 
investments.  
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Nonetheless, short-term benefits are not the best incentives to insure the continuity of the 
MM measures implemented on the long-term. Indeed, once the parking/congestion 
problems solved, the companies may discontinue the investments and reallocate the 
dedicated employee-time to other projects. It seems complex to insure the continuity of a 
MM plan through time with the evolution of the company and of the local conditions. It is 
therefore important to focus on persistent and long-term benefits once the MM plan has 
been triggered.  
Integrating the mitigation of car-fleet and business trips may provide recurring annual 
benefits linked to a reduction of car-km and flight-km paid by the company. This is why it 
is important to include car-fleet and business trip management within MM plans for 
businesses. A full MM plan for business should thus always include home-to-work AND at-
work trips together (which is not clear in the case of Novo Nordisk). By doing so, one can 
insure that savings linked to a reduced use of company cars and flight tickets keep the focus 
on MM. Secondly, integrating MM within the CSR policy of the company can help 
anchoring it to the business practices of the company on a longer term. Indeed, investing in 
CSR is a long-term policy. It does not return direct financial benefits, but participate in the 
steady improvement of the company‟s reputation as a responsible and stable actor. This is 
the policy followed by Novo Nordisk, which considers an ambitious CSR policy, as a tool 
to insure the long-term attraction of investors, employees and customers. A brief look at the 
Global reporting initiative
24
 list and evaluation of large Danish companies, to which Novo 
Nordisk belong, shows that their levels of involvement varies a lot. The evaluation from the 
Danish Commerce and Companies Agency about the compliance of large companies with 
the new regulation on CSR reporting shows that 63% of the companies did not state any 
achievement in terms of CSR, that 40% did not state any practical strategy for 
implementation and that 31% did not even state any CSR policy (DCCA, 2011). CSR is 
therefore a topic in focus, but still at an early stage of development. On the background of 
this report, the agency has decided to strengthen the monitoring of companies‟ compliance 
with the new regulation starting with the annual report 2011. One can expect that larger 
companies will be then interested in developing CSR strategies with benefits, which gives 
potential to MM management in some cases. Because MM is a relatively inexpensive 
measure, it is likely that large companies faced with the pressure of the new law on yearly 
reporting will be interested in looking at MM. This situation creates favourable conditions 
                                               
24 See http://www.globalreporting.org/Home 
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for the integration of MM within CSR policies of large companies concerned by the law on 
annual reporting for accounting class C & D companies during the coming years.  
However, integrating MM into business practices also requires understanding and 
mitigating the barriers to the inclusion of MM within business models. As we have seen, 
the company itself can do part of the job alone (c.f. analysis), but public authorities, which 
posses the right on coercive measures, should address some structural conditions, which 
MM cannot address, in order to increase the chances of success. Those structural conditions 
are the incapacity of buses to compete with cars because of the lack of dedicated lines to 
public transports and the higher mileage allowances for cars than for bicycles. Moreover, 
mileage allowances for home-to-work transport could be revised so that it takes cycling into 
consideration. Because of the relative novelty of CSR and MM policies, the public 
authorities should promote those policies actively and persistently in order to keep them 
high up on the agenda of businesses. In the absence of any MM plan already implemented 
by a Danish company, it is difficult to evaluate if a company would continue the efforts on 
a long term by itself. The English model relies on a sustained effort from the authorities 
towards businesses, which might indicate that a similar effort is necessary if MM is to take 
root in Denmark. Formel M appears as a good platform to conduct such a sustained effort 
on Danish businesses because it combines research institutes and municipalities, and only 
lacks the participation of businesses to complete the triple helix. Nonetheless, one could 
argue that if a MM plan motivated by the reduction of costs related to car-fleet, congestion, 
parking facilities and business trips, is discontinued; the related costs will increase again 
and lead the company to reinstate the plan.  
A pilot project of 20 month does not seem enough to kick-start MM efficiently. Formel M 
may extend beyond its initial period, but it is not possible to say if funds will follow.            
A 5-year transport policy axed on MM would be more appropriate than the funding of a 20-
month pilot project. Participation to the two first Formel M meetings shows that experience 
of MM is relatively scarce in Denmark and that entrusting municipalities to promote MM is 
a long-term strategy requiring the training of civil servants before it can succeed. From that 
point of view, initiating a 20-month training project and not exploiting the trained workers 
afterward would be a waste of money. 
Finally, the Novo Nordisk MM plan is not as ambitious as English cases, but as a 
pioneering case, it offers a valuable understanding of MM potential in a Danish context. 
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The MM plan at Novo Nordisk shows that a company can be interested in implementing 
MM if it sees it as an investment with benefits rather than a free service from public 
authorities, and that MM should be promoted as such. Moreover, the relatively low cost of 
MM measures and the new focus set by the government on CSR reporting in annual reports 
creates a favorable context for MM, which should be utilized.  
5.3. Further reflections on MM for businesses 
This thesis analysed the inclusion of MM within the business practices of a Danish 
company. A series of key factors have emerged from the analysis of the case and of the 
earlier experiences in MM. Some of them can have importance for the general development 
of MM in Denmark and merit attention.  
Randomness of the personal contact 
It must be noted that random personal contacts played a role in the development of the MM 
plan at Novo Nordisk. Indeed, if the municipality had not already have contact with the 
facility manager of Novo Nordisk, and if this one had not been interested in environmental 
matters, the project might not have been born. Likewise, participation in Formel M has 
shown that identifying who to contact at the company can be problematic. When targeting 
larger companies potentially interested in reducing costs associated to parking, congestion 
and business trips, the chief facility manager appears to be a good person to contact, since 
he will be the one dealing with all those costs. Additionally, when contacting a company 
with strong CSR policy, the department in charge of branding could be another target. 
Contacting HR has also been proposed, since MM is a service to the employees, but this 
department is not concerned by any of the costs MM may mitigate and thus may not be so 
interested. Additionally, the HR department may conduct MM as a personnel benefits 
policy and thus exclude stronger benefits like CSR and infrastructures (HUR, 2004). 
Contacting the direction could be a solution, but in very large companies, they may be 
exposed to many such propositions daily and use subordinates to sort them. Anyhow, a 
manager from facility management or CSR branding departments will be more efficient in 
pushing the matter past the selection mechanism to the direction because they will be better 
able to evaluate the potential benefits. The key person to promote MM can vary from 
company to company but might be the one sent forward to hear about how to implement 
such a plan, or maybe a manager in direct line. Formel M is already working on the matter 
and experience from municipalities will probably be more substantial in a year‟s time when 
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they have tried to contact a large number of companies. Study about the best points of entry 
for involving businesses could help municipalities promoting MM in Denmark. 
Map potential targets 
A general mapping Danish companies including their exposition to congestion and parking 
problems, starting with the 1000 large companies concerned by the new regulation on CSR 
reporting, will help to find potential companies interested in implementing MM. This 
mapping should also include an evaluation of the importance of CSR policy in their 
branding strategy. Data on the importance of their car-fleet and business trips would also 
help to evaluate their potential for MM. MM can thus be promoted as a solution by the 
municipalities, starting with the most promising targets. Such a mapping could be 
facilitated by the participation of municipalities for the collection of data at the local level.  
Reduce congestion impact on buses 
Without significant improvement to bus congestion, public transport cannot compete with 
cars. Indeed, using public transports to go to work will not reduce the employee exposition 
to congestion, since the bus he will take will be stuck in the same traffic jams. Moreover, 
buses often deserve main roads and cannot escape congestion by changing course as a car-
user might be able to do. This situation is reflected by the level of exposition to congestion 
of buses compared with cars. This level is about 3 times higher for buses. Therefore, 
tackling the exposition of buses to congestion during morning and afternoon rush is vital to 
increase the competitiveness of public transport against cars. The establishment of 
dedicated lines for buses on roads exposed to high levels of congestion is the only solution 
to this problem. It has already been implemented on some main axes in Copenhagen and 
the possibilities to extend it to all the main roads exposed to congestion should be studied. 
This measure is not part of MM for businesses, but would greatly increase the 
competitiveness of buses and benefits MM as a public policy.  
Develop a market 
At the moment, MM in Denmark is still at the stage of pilot a project. There is no market 
for MM as such, very few consultants and almost no concrete results. The use of large 
companies to support the implementation of MM in Denmark can help to develop a 
demand, which will trigger the development of a market including consultants, services and 
infrastructures. As of today, smaller companies do not have the infrastructure and funds 
necessary to establish their own MM plan, while consultants and service providers (dealing 
Mobility Management for Businesses   
 
- 83 - 
 
with bicycle production and retails, teleconferencing, ride-sharing, car-sharing, ect...) do 
not have enough clients to grow. Finally, larger companies with sufficient infrastructural 
and financial means could also create a demand for investment in public infrastructures 
related to cycling.  
MM in Denmark is also lacking knowhow and Seehow. Knowhow can be produced by such 
projects as the Novo Nordisk project, which consists in a public/private partnership where 
the municipality of Ballerup can function as a knowhow transmitter through it participation 
in the Formel M platform. They should therefore be promoted in other municipalities with 
other companies. This is already one of the goals of Formel M, but it appears that the main 
barrier encountered is the lack of success to motivate the participation of the said large 
companies. The implementation of MM in a company like Novo Nordisk can also 
participate in the development of Seehow in Denmark. Seehow refers to the example made 
by Novo Nordisk as a pioneering large company, which can be used to trigger interest from 
other similar companies. Indeed, Novo Nordisk was used as example in Formel M even 
though the company has not joined the platform. According to Tina Wexøe Ertbjerg, the 
participation of Novo Nordisk facility manager to a meeting with businesses from Ballerup 
municipality has also helped to show MM as a serious policy with benefits and attract other 
businesses. The development of Knowhow and Seehow through the implication of large 
companies can therefore serve as the manure for the development of a market for MM. 
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Glossary 
Branding is the activity when a business implements positively perceived policies to 
promote the reputation of the company. A successful branding is supposed to bring 
investors, customers and skilled employees to the company and to participate in keeping 
them.  
Car-dependence characterizes a high per capita rate of car-use, a car-oriented land 
planning, reduced transport alternatives and a belief in the superiority of car for the purpose 
of mobility without distinction of context and goal (Litman & Laube, 2002) 
Corporate Social Responsibility characterises a business philosophy in which companies 
are faced with a responsibility regarding their impact on society, both socially and 
environmentally, and should mitigate them without help from the state. Corporate Social 
Responsibility is often used by businesses as a part of their branding strategy. 
Coercive measures, in a political sense, consider the traditional modes of action linked to 
the use of force (army/police), law and fiscal policies by a government in order to regulate 
the behaviour of citizens. 
 „Hard‟ measures are measures the state takes to coerce citizens into making or not making 
specific choices, in order to mitigate a targeted problem. Those measures are both 
infrastructural and legislative. In the case of transport, those measures are the construction 
or closing of roads, taxation of vehicles and roads and transport regulations.  
Knowhow is a concept describing the practical knowledge of how to do something. This 
knowledge is crucial for moving a technological solution from theory to practice.  
Mobility qualifies the capacity to move from A to B for people, goods and knowledge. As 
opposed to transport, it goes beyond physical movement in an infrastructural context, by 
including non physical movements, like knowledge, and considerations of social and 
behavioural characteristics 
Mobility Management aims at reversing the traditional approached of transportation based 
on answering demand. In order to mitigate problems linked to an indiscriminate use of cars, 
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mobility management proposes to manage demand in order to avoid the need for moving 
when possible and to insure that cars are not used when not necessary (cf. Chapter 3).  
Non-coercive measures are all measures than don‟t fall in the category of coercive 
measures as described in above. 
Regulation: This thesis will consider regulations as coercive decisions taking the form of 
rules and restrictions about what citizens may or may not do.  
Ride-sharing, also called car-sharing, is the activity of sharing a car for a specific trip. 
Usually, ride-sharing consists in an informal agreement between the driver and the 
passengers concerning the location, the time and the sharing of costs for the trip. Car-
sharing participate in reducing all negative effects of car-use by bringing 2-3 car-owners to 
use one car, thus dividing it by the number of car-sharers.  
Seehow describes, for the purpose of this thesis only, a process by which actors are 
influenced by the observation of another actor‟s achievements. For example, a business trip 
to a foreign country in order to observe their achievement in terms of environmental 
protection. This considers primarily the motivation for action, rather than the knowledge for 
action. 
„Soft‟ measures, as opposed to „hard‟ measures are all the measures targeting behavioural 
change without the use of direct taxation or regulation by law. In the case of transport, they 
qualify the promotion of alternatives to cars by promoting voluntary use of cycling and 
public transport based on psychological considerations (cf. § 3.2.3.)  
Spillover is a theory originating from European integration studies, which considers the 
side-effect of a policy on other connected policy areas. More generally it considers that a 
political, economical and social measure is never isolated from the whole of society (cf. § 
2.1.2.) 
Sustainable mobility is a mobility pattern, which can be reproduced indefinitely without 
limitation of time. It requires that resources and pollution sinks be used under their level of 
regeneration and that the socio-economical impacts linked to mobility can be sustained on 
the same period of time.  
 
